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The Quincy Electric Freight Railroad. 


Boston, Mass., May 14, 1891. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Your favor of April 21, relative to the Quincy Electric 
Freight Railroad, has been referred to me, as the promo- 
tor of the road, for answer. 

As you are probably aware, an enormous amount of 
granite is daily handled in Quincy, Mass. The stone is 
teamed to various spots ina small !ocality at a great 
cost. After leaving the quarry, it is generally taken to 
the “cutters,” which are separate organizations situ- 
ated near the track of the Old Colony Railroad at Quincy 
Adams and range iu distance anywhere from one-half 
mile to a mile or more from the quarries. After having 
passed the cutters’ hands, that which has to be polished 
is again teamed back to the quarries tothe polishing 
shops. This seems an expensive arrangement, but it 
cannot well be avoided, from the fact that each quarry 
owns its polishing shop but has no room for a cutting 
establishment; and even if it had,it would hardly pay the 
quarry companies to try and compete with cutting com- 
panies. 

After the stone is polished it is again teamed to 
Quincy Adams or West Quincy to the freight yards of 
the Old Colony Railroad, or to Quincy Point, where it is 
shipped. 

Before going further, let us stop here a moment and 
again review the journeyings in Quincy of one piece of 
finished granite. First, it travels to the cutting shops; 
second, back to the polishing shops; and third, to its 
shipping point. And all this transportation is done in 
a most expensive and inconvenient manner by horses. 
Granite is the hardest freight to handle by any methods 
of transportation, while horses, of all methods, are least 


suited to the undertaking, and our object is to simplify | enough to call for expensive facilities to cope with it, 


and cheapen this by the adoption of electricity. We in- 


tend to build a road which will take the freight_to its | crease would be profitable. Personal recollection of a 


different destinations. . 
We believe this road should be a financial success, 


since enormous sums are daily paid in Quincy for doing | most exactly as to-day, there has been constant and con- 
this work, and our figures show a great saving, includ-| tinuous progress in every department of passenger traf- 


ing interest on the money invested. We know it will be 


a public benefit to the city of Quincy, for it will spare | traffic had attained to the very pink of perfection, but 
the roads, which are to-day in deplorable condition, | though this view of the question may be that of railroad 
while the money yearly spent on them is sufficient to| managers, outsiders are tempted to think that the tools 
make the taxes in Quincy higher than they otherwisé| which did the work so long ago might have been im- 


would be. 
The route has been carefully surveyed by Mr. Gilbert 


Hodges, of Boston, who also surveyed the route of the} land ought, of course, to have been less; but the cost of 
Fall River Electric Freight Railroad [see the Railroad |of avoiding level crossings is an item which it was 
Gazette, March 27, p. 212]. The estimates and electrical | not only well to incur, but is an expense which will 


studies have been carefully made by Mr. Hollon C. 


Spaulding, who performed the same work for the freight | the country fills up. There will be a good deal of 


road at Fall River. 


We have applied for a charter, and this has practically | to be added to bring up the true cost of constructing to 


been obtained. The capitalization of the road is $300,000, 


with a right to issue $150,000 worth of bonds, The ap-| same sort of supervision is exercised over your railroads 
paratus used will be Thomson-Houston, while their|as is exercised by the Board of Trade here, a very con- 
regular trolley system of 500 volts will be adopted | siderable mileage outlay will be found necessary, and it 


throughout. Puiuip L. SALTONSTALL. 








Cost of Railroads and of Railroad Service in England. 


To THE EDITOR OF THE RAILROAD GAZETTE: 


Referring to your comment upon my letter in your|do not collect and deliver freight. In England every 
issue of Feb. 20, I would explain that I did not intend to| railroad both collects and delivers the freight it carries. 
convey the idea that English railroads cost more be-| Perhaps, too, in nocountry are the conditions to be filled 
cause they have to do more work, for, as a matter of| so various as in Britain. The capital per mile, for ex- 
fact, as you point out, the cost is quite irrespective of | ample, varies all the way from $9,000 to upward of 


is,in England, practically no difference observable be- 

tween ashort, branch line on which a small train runs 

to and fro three or four times daily, and the main line 

carrying numerous 70-miles-per-hour expresses. There 

are the same substantial bridges over or under mere 

country cart-tracks, and all the usual culverts, fences 

and expensive station buildings out of all proportion to 

the amount and nature of the traffic. Expensive brick 

freight sheds are found at many stations where the 

traffic is almost nil, and these, which cannot possibly 

be paid for by the volume of traffic they serve, must 

go very far in the way of swamping the returns from 

the larger towns. 

As regards the question of private-truck ownership 1 

do not think so much weight can attach to this as you 

seem inclined to think. The majority of private owners 

are collieries, which al ways send full truck loads of goods, 

but there is of course the returning of the trucks empty. 

One may argue that were such trucks the property of 

the railroad companies they could be returned full of 

other goods. This is questionable; for in the first place 

coal trucks are too dirty for much return traffic, and it 

is pretty certain that return cargo cannot be obtained 

for such cars, if suitable. What return, for example, 

could London make for the coal brought from the 

North? Looked at from one point of view the return of 
empties might be reduced. The English railroads are 
small affairs as regards mileage, and if they were under 
one management trucks could circulate more than they 
do. Where private-truck ownership is so expensive is in 

case of small owners of a few trucks only, who perhaps 
do not send full loads, but the trucks from the coal pits 
and kindred industries are always filled. 

It is rather unfortunate that the question of co3t of 
freight traffic in this country has been so obscured by 
biased writers. Mr. Dorsey, for example, did not seem 
to arrive at any conclusion other than that: the Ameri- 
can engine earned more than the English engine, and 
was therefore by so much a better machine. Now it is 
perfectly obvious that no estimate of the méchanical ef- 
ficiency of the locomotive can be possibly obtained from 
any consideration of the amouat of paying load moved. 
Such a comparison—if desirahie or of value, which I 
doubt —should take account of total load moved, and as 
the proportion of paying to dead load is so much less on 
English lines than on Americans, this would have very 
materially altered the aspect. Facts, too, are not very 
likely to be evolved by acrimonious articles such as have 
recently graced the columns of your contemporaries on 
opposite sides of the water, and one scarcely cares to 
take up the points there raised; but one point raised 
seems to contradict previously accepted ideas. This was 
the enormous engine power used in America on easy 
grades to draw certain loads which should have been 
drawn very much more easily if American rolling stock 
is really of less resistance than English. - The writer 
raising the point evidently meant to contend that the 
fault lay largely in the cars, and if so this would goa 
long way to dispose of the argument that English costs 
are due partially to faulty vehicles. If, again, the cause 
can be no better traced to other causes, the answer is as 
doubtful as ever. 

There isa saying that ifacountry will make a railroad, 
the railroad will make the country. It seems to me 
that in respect of freight traffic the railroads of England 
have never yet attempted to either gain or increase traf- 
fic. Rates are prohibitive on thousands of tons of stuff 
which would otherwise be moved. Farm produce, even 
in an overcrowded country like this, rots at the farm be- 
cause of prohibitive carriage, and it would appear that 
the state of the freight traffic is such as to be large 


and is then staved off just at the point where any in- 
period of 25 or 30 years tells me that whereas at the be- 


winning of that period freight engines and cars were ai- 


fic. Of course, it is just possible that 30 years ago freight 


proved. 
Of the heavy first cost of English railroads, the item of 


in the long run have to be faced by American lines as 
killing done first, but it is a charge which will have 


a fair comparison with English lines; and when the 


may turn out that when America is as thickly settled as 
England the railroads will have cost nearly as much, with 
the single exception of land cost. 

In a comparison of rates, however, there is a point 
liable to be overlooked in favor of American lines. They 





the working capacity. 


Unless it be in lighter rails there 


items of working cost on lines of practically the same 
calibre and serving the same district are enormously 
different without palpable cause. Indeed, ke seems to 
indicate that it should be possible to manage each item 
of expenditure on every line at the cheapest rate at- 
tained on any other line. Why, he asks, should loco- 
motive power cost 50 percent. more on one line than on 
another not more favorably situated, or another line ex- 
ceed by 86 per cent. in repairs aud renewals, or a third 
cost 55 per cent. higher per train mile than a fourth in 
traffic charges? Such differences are greater probably 
than the difference between American and English ave- 
rages which cause so much comment, and it would be 
legitimate to ask English managers to account for them 
or eliminate them. W. H. Booru. 


aes. 











Wheel Weights of Heavy Locomotives. 


We give below diagrams showing the distribution of 
weight of nine very heavy modern locomotives. The 
data for these documents were gathered by Mr. Krutt- 
schnitt, General Manager Atlantic System, Southern 
Pacific Co., and are believed to be thoroughly reliable. 
The diagrams will be of interest and use to a good many 
of our readers. They are arranged in the order of the 
total weight on the driving wheels. 
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t— = se to any track, in either direction. By the use of selec- 
= 24.95 — ihe F ny : 4 . ; “ tors, all the bridge signals are operated by eight levers. 
« 18.7. ~ \ j : Without selectors the bridge signals would have required 
| ae is 36 levers, Allthe appliances are those of the Johnson 
Anges 7 wf Sue 5.95 ton ‘3 : ia 3 he F afe3.6,f water h| Re Railroad Signal Co.,and they were put in operation 
/ DC Bay. (5 8 3 ae ee without any trouble throu catching of locking, a 
\4d 2a | D_ eS ye ae \t a iE! ii ‘itl yt gh the catching ; g 
Q_ | | = 5 difficulty ch causes considerable annoyance - 
a Ri 3 a es t mf na t : i\\ 2 1 fic ulty whicl 1 derabl noyance in bring 
8 5 3 3 2 8 S € FR: \ ‘ : fol i ; W\\ 8 ing into use some large machines. 
D o © YS 9% & q [a \ g “4 . ‘ " 
ce c 8 & MN Blind et \ H vt , 3% The train describers are instruments run by clock- 
os | q z> : . 
Southern Pacitic, te-wheeler. es | , H { H : H a\\ 35 work which are set so as to send a variety of preconcert- 
3 e ‘ ‘ ee ae : ees 
106,000 lbs in 15.75 ft., or 6,750 lbs. per ft. 3. bie mh 4" *\ “1 4 5 ; ed signals overa signal circuit. The sending instru- 
eee * ie 4 260 Fata | tlie ‘| cat RE ; ment has a dial-face with numbered push-buttons fixed 
of te , | ® . . . . . . 
me *¢ 66 “ 3720 ° * \ ® Nal t \s ' azl ‘ t a around its circumference, each button indicating for a 
§ \iel xk ash ¢ & & ° . . * 
: : ae ; P41! +4 t ise a aS & | certain track or a certain class of train. By pushing the 
| aw aves = ’ Ce ae ae r button the clock-work is made to send a certain number 
! Ey” gawd ay \ ieee <i o of pulsations over the wire, causing an electromagnet at 
| | : bs i 2 the other end (receiving station) to move a pointer on a 
6 gla _7.7 — aha 6.7 ope FS ce FL} Leazl. 2.6 .|nazle2 dial (similar to the sending dial) until it stands at the 
2 oe 4. as ~< | . et 
YY, Od | | position corresponding to that of the sending 
pe + oot 7 Q fo 7 button which has been pushed. Signals are 
3 8 8 2 8 g 8 8 § wr answered by a bell, operated over the same wire by 
: 8 a a a 2 & 2 = ; making a ground connection (the original indication be- 
Louisville d} Nashville, Consolidation, ing carried by metallic circuit), The signalman in the 
106. 000 lbs. in 1s 1 St. or 6.750 Ibs, per ft. * Station Master’s office has two describers, one to signal 
123. 5.350 : x for outgoing trains and one for empty trains backing out, 
is. “ is s ee Seep xs | : The towerman has one sending instrument to order 
sos & i engines into the train shed, and four receivers, viz., two 
Le ceckbareeeae 58.4 “ | ¢ 35 = Se from the platform, just mentioned, one from Bergen 
‘ S 8B8e ai is y . . 
i arg she (Oat » ' s fash K a 8 West and one from the making-up yard to notify him 
A S S-cScsS 8 ° * 
bk. 3.9» z eeeeee ‘ BE when trains are ready to be backed into the shed. At 
: ; ” the outer corners of the train shed are circuit closers, Sy 
OF fe 8 AOL 7 46 be Fre Fale F pF} f presses S which a bell can be rung in the tower. These are to be 
/ | i YTY | > i s used by switching trains coming from the yards, to notify 
al a a amar: cae” ama 8 ci. ¥ the signalman that they are waiting for signal 55 or 64. 
2 & es & & “4 . S 3 | 3 <= = x ? g 8 
8 cee @ - s - - | ta - = On the first day of opening (Sunday) there was no de- 
NI ~M 4 i o $ x $ 3° no » . ’ 
28088 Ss = lay whatever, but when the rush came on Monday morn- 
Pennsylvania R. R., Consolidation, ing, the men became somewhat confused, and so delayed 
bey - lbs. in _. St ,or7 ao lbs. per ft. S = a few trains. They caught up with the time-table by 12 
625 21.9 at 5,2 E ’ m a P 
172000 “* #489 * ie “6 | : a - o'clock noon. The same thing occurred with the afternoon 
337,625 “ 83 “ 3570 “ “ } ay bs = shift, but these men also caught up with the time-table 
= by 7P.M. On Tuesday morning there was a remarkable 
Interlocking at the Erie Terminus, Jersey City. improvement in the speed with which the trains were 
The di tated aad in & handled, and no delay whatever took place, but about 
; e a es a shows the arrangement | = us 2p. M. a derailment from a broken truck occurred in Ber- 
g 2 se > : > 2 — . * 

- ae ong ong - at na passenger terminus of the | rf ax gen tunnel, which completely stopped traffic both ways 
E pb J i . = V tas ” Jersey City, N. J. { 7 RN = 2 = for three hours. There was naturally a rush when the 
. 1c : eJoO set “ys — S og of Rahway rN. J 3 : Ww tunnel was cleared, but the Superintendent says that the 

wwtl vc fequipped “eo Pg “a signals. There | . ER = train shed was cleared in quicker time than had ever 
are waree aan vos: ae St., Grove St. and the termi- | gs = been the case before under similar circumstances. 

% y » apTore 2 22 rr . ° 

nus, covering the main line from the Berge n tunnel to _ #FTe The frogs and switches were supplied by the Pennsyl- 

the end of the tracks at the Hudson River. The block ss Ps ania Steel C any 
: Tee bs sé ox vania Steel Company. 

system of the Eastern division is now in force to the east 2 ce) A a 
end of the tunnel, and it is the intention to make use of | : . : ” ; aaa 
these new towers in extending it to the terminus by three | gg Mi = Rules of Interchange- New Eagiant Railroad Club 

‘ . 7, > e er 
additional! block sections, substituting this system for | of |P 4 = At the last regular meeting Mr. F. D. Adams presented 
the automatic block signals heretofore in use here. { i les. | the report of the Committee on Biates of Interchange. 
The terminus tower was put into service on Sunday, & Wt] J 6 ; 5 rhe ro rt a ——— and bay Twombly an- 
Mevict@em Onlec ccaaae am ‘ sl sl sls] 31 3 nounced that the subject was open for discussion. 
ay 3,at10a.m. Owing to the great number of train H } sage : The Committee, in introducing their report, say: “After 
movements made between the hours of 8 and 10a. m. Tl y 2 ‘areful study and discussion of the rules, we have come 
and from 5 to7 p. m., the lever men were given three ; ; ; ; | a} ’ to the conclusion that, as the rules have been very satis- 
weeks’ instruction and practice, and three practice Sun- a | factory to most or all of the roads interested, it is best to 
dette Geeta tials Ween oie themes ahs of lnver | — make as few changes as possible.” The rules were then 
ys, g aiiic. there are three shi ts of lever v discussed seriatim, it being agreed that where no change 
men, the two day shifts being each composed of three — in any rule was suggested by the Committee, and no ob- 
lever men and one foreman, and the night shift of two _. jec tion he — d to it by by — r a. it = 
> = e considered as approved by the club as it now stands. 
‘4 > b} > > re > } re e @ 
lever men and one foreman. All the men were taken i 4 Rule 3, Section a. The committee recommend that the 
from the yard, and had had no previous experience with = ~ word “diameter” be added after the words “in length or.’ 
interlocking. The foreman has a set at in the bay-window, 3 ‘ It was voted that the club recommend that Section a of 
and his duty is to attend to the Various audible and visu- | . G ras - aed changed, but stand as printed in the rules 
al notices received by wire from the Train Starter, the ’ oO The Committee having changed their recommendation 

Yard Master, the Engine Dispatcher, and Bergen West z= | in regard to the word “diameter,” to the effect that it 
Tower, west of the tunnel. These wire signals are made | | Ya | be inserted in Section ¢ instead of Sectioa a of Rule 3, 
by ‘‘train describ ” which will presently be explai ; as | there was no opposition on the part of the club. 

3 POOEERORS, sreiheteai ei sent y be explained. | : s & oO Section d of Rule 3. The Club recommends that it read, 
Each describer is capable of 14 indications, all of which | = : ° 4 “flanges 1 in. thick or less,” instead of ‘‘flanges less than 
— transmitted by two wires and one battery. Grove | iy ng = ow 1 ~ yon i that tt , ee ar ee 

. has Is *ribe > » ~» a ei] _ Mr. Mar en moved tha 1€Te ye aacadec LO eection + 

. also one train describer, operated by Bergen | ae z= the words “if not chipped under. The motion was car- 
_ on, for trains coming east. All important points are | s'S 1 . ried. 
also connected by telephone, for use in cases of emer- | HN P 3 | Mr. Chamberlain moved that there be added, after the 

3 “4 agp”? j » las ine > > a é > "4 . 
gency. The train describers, telephones and bells are all | oe 444 | ” an i the — _ but one, of Rule 4, the words 
8 F Pe ee ager j ce sf »y four tacks”; carried. 
conveniently located in the bay-window of the tower, : 3 Rule 5. The Committee recommend that the words, 
within reach of the foreman, who has control of all train | ly iB “‘or indelible pencil” be stricken out. 
movements, the lever men working in accordance with ) a : Rule7. The Committee recommend that the words, 
his verbal. instructions. asf & “before repairs are made be stricken out. 
: : . iy a) rae Rule 11. The Committee recommend that the words 

There are eight tracks in the train shed, and the de- al & § “for indelible pencil” be stricken out of Rule 11. No ob- 
parture of passenger trains from these tracks is goy- Ane a jection was made. ; 
erned by semaphore starting signals mounte ay : Rule 19. The Committee recommend that there be 
ti pd f a t i “4 aa 7 nted on con } Es Shee 2k 2 ( 3 } added to Rule 19 the following : ‘ Provided, however, 
——— ons 0: the gate posts at the Inner end of the shed. | sasusg 00" that when cast or malleable iron is used credit sball be 
hese signals are operated from a tower placed immedi- | . ~---4---4-4-4------ - allowed at cast and malleable iron prices.” No objection 
ately above, which overlooks all the tracks in the shed | we _— 5 oy ns armors gn 1 that after th 

ule 20. The Committee recommenc nat after e 
and is y % » 2 > e : ; 7 
and is in easy communication with the Station Master's | ti words ‘“‘defect card” in the last full line the following 
office. On the arrival and discharge of the last boats | > words be inserted: ‘‘Which shall state the wrong ma- 
which are scheduled to connect with a particular train i WS terial used, and.” No opposition was made. b 
from the up-town and down-town ferries, the boat slips | ' . Rule 21. The Committee recommend that the first por- 
and ited in the Stati M ty sine a be een OY Te tion of Rule 23, in regard to settlement prices of cars, be 
re deposited in the Station Master's office, where they sanusg | #2709 changed as follows: That:box and stock cars 32° ft. 
are signed and sent up to the signalman above by means | oe eeeeetena mn long and over be $300 instead of $272. That box and 
of a small elevator in a tube. 2ce , : ' stock cars under 32 ft. long be $250 instead of $240. 
notifies the main si am (os — - = alips he ' That gondola cars, eight-w heeléd, 32 ft. long, be 
s ower, by a train de-) a $200 instead of $150. That pondola eight-wheeled, under 
scriber, that a train is ready to depart from a certain | § EF 32 ft. long, be $175 instead of $125. That flat cars, 32 ft. 
track. As soon as the acknowledgment is received | ; on long or over, be $125 instead of $100; under 32 ft. long, 
LEC 25 2ad of $100. 
from the main tower the sem 4 SRE e $125 instead o . 
panne hi i h emaphore at the end of the | 9 : ‘ 3 S 4c. Trucks.—That the word channel be stricken out, and 
rack is lowered to the clear position, which informs the | ww 4, wg5 & & ® § the words steel or be substituted; and that the price be 
train couductor that his train must depart. At the qe ; 3 Ne $275 instead of $250. No opposition was made to these 
. . . 2 ” > > >» 
same time the gate is closed. The starting semaphores | 5 : ess proposed changes. 
are so located that a conductor looki t ith 5 3 » S82 Rule 24. The Committee recommend that there be added 
ctor looking toward the rear | 3 _T. were to this rule the following: ‘‘Except in case of destruction 
of his train will always see the arm or light exactly in | * meets ef private cars, and the company destroying such car 
line with the outer edge of the car roofs. {# z§ 3 elects to return — trucks, it shall EF said — 

It will be seen tha ‘ = ' ESE free of charge to the connecting road, if so required. 

, t the signal bridge is so placed that - Noo position was made. 
the signals thereon govern movements from any track Ne 25 


Ru . The Committee recommend that the words 
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“when possible” be placed at the end of the sentence, in- 
stead of after “cars” in the preceding line. No opposition 
was made. 

Rule 26. The Committee recommend that after the 
words “current market prices” there be added the words 
including freight,” in the last paragraph but one of 
Rule 26. No opposition was made to the proposed change. 








English Train Accidents. 


A brief summary of the Board of Trade report of 
train accidents in Great Britain and Ireland for 1890 
was printed in our last issue, together with condensa- 
tions of the inspectors’ reports on certain accidents that 
were inquired into. Herewith will be found additional 
accounts of investigations, omitted last week from lack 
of space. 

At Brindle Heath, on the Lancashire & Yorkshire, 
Dec. 21, a freight train of 36 cars, running under a so- 
called “ caution” signal through a block section about 3 
miles long on a descending grade, was allowed to run too 
fast, and overran the home signal at the end of the sec- 
tion and fouled a passenger track jusc as a passenger 
train came along, producing a violent collision and injur- 
ing 25 passengers, of whom one died. The engineman of 
the freight excuses himself on account of the slippery 
condition of the rails, but his stories regarding the speed 
and the efforts he made to alarm the signalman and 
others when he found his train had eluded his con- 
trol, are shown to be far from true. The grade was 
66 ft. per mile, and the “caution signal” was to 
the effect that the block section was clear, but 
that the junction located in the next section was 
blocked. This sort of signal, ‘‘ originally intended to be 
used for the admission of trains to stations where they 
have to be connected with preceding trains is becoming 
far too generally used,” says Major Marindin. He 
thinks it would better be not used at all at ordinary 
junctions ; certainly not where they are approached on 
descending grades. This means that trains should not 
be allowed to start for a station until the main track 
through the yard of that station is clear for them. The 
engineer in this case had not passed examination and 
his fireman was a green man, As the runner was a 
steady and experienced fireman, the inspector does not 
condemn his employment as a runner, but says that 
such a man should not be sent out without a good tire- 
man. He had been on duty 12% hours, which is con- 
demned. 

On the London & Northwestern, Oct. 8, at New street, 
Birmingham, the engine of a passenger train was de- 
railed at a frog as it entered the station at 10 or 12 miles 
an hour. No serious defect could be found in the en- 
gine or track, and Major Marindin attributes the derail- 
ment to an engine with a 15-ft. 8-in. rigid wheel base 
running too fast over a curve of 462 ft. radius. The 
radius of curve was supposed to have been 528 ft., and 
the gauge at the frog was \ in. tight. There is no 
chance to elevate‘the outer rail, and so it is recommended 
that the speed be limited by rule to five miles an hour, 

At Primrose Hill Tunnel,near Chalk Farm Station, on 
the London & Northwestern, Nov. 13, at 7:4344 p. m., a 
passenger train ran into the rear of a freight in the tun- 
nel, making’a violent collision and kiiling the freight 
conductor. The freight was held by a block signal, and 
the cause of collision was a failure of block working; 
one of two freight trains was forgotton in one signal 
box or the other. ‘‘Althoughin these cases it is hardly 
ever possible to be absolutely certain which of the two 
signalmen is at fault,” Major Marindin finds the weight 
of evidence decidedly in favor of the man at the en- 
trance of the fsection, and he discusses the particulars 
of booking, etc., at length. He refers to electrical 
systems of interlocking (such as the Sykes), and says 
that such a tunnel as this “seems to be a very proper 
place for the London & Northwestern to adopt such a 
system.” The freight engineer, while waiting, might 
have whistled, to call the attention of the signalman, 
but he refrained on account of the rule to whistle 
as little as possible. The inspector says, however, that 
it is far more important to follow the rule about whist- 
ling when waiting for a signal than to be so careful 
about annoying people residing near the road. Major 
Marindin takes occasion to inform the public as to the 
fallacy involved in assuming that danger would follow 
if a signalman were to fall asleep at his post; and while 
recommending the employment of a booking boy at a 
signal box here, where the man in charge is very busy, 
expresses the conviction that a second signalman would 
be a source of danger rather than of safety. These re- 
marks are called out by the verdicts of juries, which ap- 
pear to be made up in London on the same principles 
that they are in New York. 

On Dec. 10, a day characterized by a dense fog ail about 
London, a slight collision occurred at the great Waterloo 
Station of the London & South western, in London, where 
is located the celebrated tower containing 209 levers. 
The signalman testified that on this day there wasa 
period of four hours when he did not and could not see 
a single engine or car out of the large number which 
passed his windows. The collision was in consequence 
of two engines going out from the engine house under 
the same signal, the second one running into the side of 
a passenger train. It appears that in clear weather it is 
customary for two or more engines to follow one another 
out without the signal being thrown to danger after 
each one, but in this case a man on the ground by a bit 





the man in the tower thought he was admitting only 
one. The passenger train so struck was quickly stopped 
by the application of the automatic vacuum brake, but no 
one on the train knows how it was applied. “It may be 
that the valve on the guard’s van was jerked open by the 
shock of the collision,” but Major Marindin has never 
before heard of sucha thing. He takes occasion to say 
that the signalmen, yardmen and drivers deserve great 
credit for carrying on work here as safely as they do, on 
such a day as Dec. 10. 

At Broadstone Junction, on the London & Southwest- 
ern, Dec. 23, at 5:22 p. M., a lady passenger was killed by 
a violent collision between a passenger train and a light 
engine. It appears that the light engine ran past a 
home signal and onto a track where the passenger train 
was approaching, and the runner claims that he saw the 
semaphore light change to green. The inspector does 
not believe him, however, as it is quite certain that his 
engine forced opena split switch. The signalman claims 
that he threw up the signal in the face of the passenger 
train in time to stop it, but the inspector does not ac- 
cept the statement. He also made a fatal mistake by 
going out to flag the careless runner of the light engine 
instead of throwing all his signals to danger at once, ac- 
cording to rule. But the inspector advises leniency, as 
the man evidently did what he thought best on the 
spur of the moment. He did his duty in stopping the 
engine, although as it turned out, he would better 
have not done so. All the signaling arrangements at 
this station were found satisfactory. 

At Stoats Nest goods yard, on the London, Brighton 
& South Coast, Dec. 10, during a dense fog, a passenger 
train, running at 40 miles an hour, struck an empty car 
which a careless switching conductor had left standing 
on the main track, His fault was innot riding on the 
car farthest from the engine, and his excuse for this 
was that on account of the fog he would have been too 
far off to signal the engineer. He had been on duty 14°; 
hours. The empty car probably broke off on account of 
a coupling jumping off the drawbar hook, but the car 
was so badly broken that no definite evidence could be 
obtained. Americans will be interested in the following 
remark of General Hutchinson : 


‘*T am not aware of any practicable mechanical means 
by which the fact of a wagon having thus been left on 
the main line could prevent asignalman lowering the 
signals for that line. It might be possible electrically to 
prevent a signalman accepting a train under such cir- 
cumstances by the insulation of one of the rails between 
(say) the home and advanced signals, and though I fear 
the conditions are too unfavorable to permit of perfect 
dependence being placed upon such electrical arrange- 
ments, it might be at any rate worth while to give the 
system atrial.” 


On the North British Railway, Nov. 11, near Gorgie 


minutes and had just started when it was struck. This 
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box at a point about opposite the third row of tubes and 
about 14 inches from the tube sheet were led off 
through a pipe in the stack, and thence through an as- 
pirator back tothe dynamometer car, which was at- 
tached directly to the tender. In this car, two modified 
Orsat sets for gas analysis were placed. From 20 to 
24 analyses per hour were made with each 
apparatus, and, in all, 56 complete tests are 
recorded, the number of analyses given in the tables 
averaging about 28 for each test. It was found necessary: 
in order to obtain uniform samples of gas, to turn the 
end of the pipe in the smoke-box toward the tube sheet, 
and to protect it from the action of the blast by means 
of a screen. Also, in taking smoke-box temperatures, 
the thermometers were similarly protected, or their 
ends were inserted in the tubes. Without this precau. 
tion the temperatures obtained at about 12 in. in front 
of the tube sheet ranged from 383 degrees Fabr. for the 
highest to 536 degrees for the lowest’thermometer; but 
when protected, the temperatures indicated by all were 
sensibly the same, and were found to be from 590 de- 
grees to 608 degrees Fahr. The coal used in most of the 
tests was bituminous refuse (mens), and was thoroughly 
wet before firing. 

The best result given in the table was obtained with a 
locomotive having a deep fire-box with water table, 18.6 
sq. ft. of grate surface, using briquettes. In this case 
73.4 per cent. of the total heating power of the coal was 
utilized in making steam. This result is, however, closely 
approached by that from an express engine having a 
shallow fire-box with 25.8 sq. ft. of grate surface, and 
fitted with brick arch and air passages in the front end 
of the furnace, the efficiency being 72.2 per cent., using 
ij fine coal. As a general thing the large shallow fire- 
boxes with brick arches and open air passages in the 
front of the fire-box appear to have given the highest 
efficiency, while the same engine, without the arch and 
with air passages closed, gave about the poorest results, 
viz., from 52 to 54 per cent. 

The principal deductions of the author from these ex- 
periments are briefly as follows: 

For locomotives with large grates.—The brick arch is 
very advantageous for obtaining sensibly complete com- 
bustion and greater economy. Air passages ia the front 
of the fire-box above the grate give excellent results 
whether there is an arch or not. The combustion is 
notably less economical when the air passages are closed. 
By opening the air passages a saving of from 5 to 11 per 
cent. was obtained with certain trains and from 3 to 13 
per cent. with others. For the same size of exhaust 
nozzle, the combustion is the more complete as the air 
passages are opened wider and as the velocity of the 
gases in the tubesis less. The deflector gives results 


at about 8 Pp. M.,a passenger train ran into an empty |comparable with those with air passages, as described, 
engine which had been waiting at a home signal 22] when the locomotive is fitted with an arch. 


For locomotives with deep fire-bowes.-The combus 


collision was principally due to a failure of block work- | tion is always excellent with a water-table, whether an 


ing, and as in the cases at Primrose Hill and elsewhere, 
there is no conclusive evidence which signalman made 


arch or a deflector is used or not, but is not always as 
economical as with locomotives with large grates and 


the mistake; but the one at the outgoing end of the sec- | with arch and air passages. The tests show that with 


tion frankly states that he will not deny that the other | locomotives having deep fire-boxes there is always a 


man sent a certain signal to him, although he has not | considerable excess of air supplied, regardless of the 


the slightest recollection of it. He was much occupied | character of the service. This excess of air supplied, 


with freight trains switching and probably forgot to|and the consequent loss of heat from the chimney, 


enter the signal on his book. He might have seen the} greatly reduce the advantages gained by complete 


waiting engine and thus have avoided the blunder, | combustion. The most econemical combustion was ob- 


but he did not look out along the track. The runner | tained with an excess of air of about one-fifth. 


of the light engine disregarded the rule requiring 


It was found that the combustion was sensibly com. 


him to send his fireman to the signal-box, and ought | plete when coal was not drawn through the tubes, 
to have been “‘smarter” in starting his engine when the | but when this occurred the loss was considerable. In 
signal was lowered. In point of fact, this signal was | the tabulated tests, the combustible drawn through the 
pulled off for him. before the passenger train got away | tubes varied from 1.0 to 11.6 per cent. of the combustible 
from the preceding station, and he might, therefore, | burned, the average for the best ten tests being 4.8 per 
easily have started and kept ahead of the passenger | cent. 


train. The engineer of the passenger train saw the red 
tail light of the light engine, but, thinking it was upon 
a side track, did not slacken his speed. Major Marindin 








The Ghicago & Northwestern Lockout. 
On May 14 the Chicago & Northwestern paid off its 





says he had no business to assume that this light was | entire force of yard trainmen (switchmen), and as each 


on the siding. The Major also again recommends inter 


man received his pay he also received a notice from the 


locking of signais (such as the Sykes system), and adds: | ¢neral manager reading as follows: 


‘‘Another way which has been suggested would be by 
insulating a certain length of rails, as is done in places 
in America, and providing electrical arrangements which | fore all yardmasters and switchmen now in the employ of the 


be worse than useless.” 
(To be Continued.) 








Economy Tests of Various Forms of Fire-Boxes. 


was made onthe Eastern Railway of France to deter 
mine the relative economy of deep and shallow fire-boxes 
with and without brick arches, water tables, deflectors 


des Chemins de fer for February, 1891: 


amount of opening of_the air passages above the fire be 





of carelessness allowed a second engine to pull out while 


would lock the block instruments or the necessary sig” | May 14,1891. In reo 
nals so long as any axle were standing upon the length company © lines pre erence will be given to such men, pre- 
of rails insulated. This plan has not, however, been suf- 
ficiently experimented upon in this country to make it 
certain whether it is reliable, and if not reliable it would | part of the road was the direct outcome of a series of 


During the winter of 1888-9 an extended series of tests | for re using to switc 


“The switching service of the Chicago & Northwestern 
Railway Company, as at present performed, is not satisfactory 
to the public nor to the management of the company. There- 


company are discharged from its service on and after 7 A. M., 
anizing the switching service on this 


viously in its employ, as are, in the judgment of the company, 
capable and worthy, 


This summary and somewhat novel proceeding on the 


strikes on that road by the switchmen, which have 
proved exasperating to the management and annoying 
to the public. The switchmen have repeatedly tied up the 
Chicago terminals on the most trivial pretexts. The last 
act of this kind occurred on March 23, when the switch- 
men demanded the discharge of yardmaster Frank 
Mclnery for discharging a switchman named Crowe, 
certain cars. The _ switch- 
men struck at the busiest portion of the day, 
when the heavy suburban travel was beginning 
»}to move home, and rather than inconvenience i.s 
atrons the road acceeded to the demands of the men, 


hollow stays. etc. The following summary is taken But Mclnery tendered his resignation, pending investiga- 
from a detailed account published in the Rerwe Générale 


tion, and traffic was resumed. It has since developed that 
the real cause of the trouble was the fact that McInery 
was amember of the Brotherhood of Railway Trainmen. 


The method followed was to make numerous analyses | The — Pah pe ery ee it =e sogneatey 4 
of gases drawn from the smoke-box during regular trips, | ™@ke 4 decided stand, and the action taken last wee 


was the result. McInery was reinstated and a force of 


the positions of the dampers and deflectors, and the; new switchmen sufficient to move all the passenger 


-| traffic and a good part of the freight traffic was quietly 


ing varied for each trip. Engines similar in other re- | Secured and put at work under police protection. The 
spects but with and without brick arches, were also 
tested. The samples of gas were taken from the smoke- trainmen supported the road and took hold and helped 


plan was most successfully carried through from its in- 
ception, and the men were completely nonplussed. The 
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Interlocking at the Erie Terminus, Jersey City. 


The diagram printed herewith shows the arrangement 


New York, Lake Erie & Western at Jersey City, N. J.; | 

which the Johnson Railroad Signal Co., of Rahway, N.'J., | 

has’ just {equipped with interlocking signals. There | 

are three towers, viz., Coles St., Grove St.and the termi- | 

nus, covering the main line from the Bergen tunnel to 
the end of the tracks at the Hudson River. The block | 
system of the Eastern division is now in force to the east | 
end of the tunnel, and it is the intention to make use of | 
these new towers in extending it to the terminus by three | 
additional' block sections, substituting this system for | 
the automatic block signals heretofore in use here. 

The terminus tower was put into service on Sunday, 

May 3, at 10a.m. Owing to the great number of train 
movements made between the hours of 8 and 10a. m. 
and from 5to7p. m., the lever men were given three 
weeks’ instruction and practice, and three practice Sun- | 
days, working the traffic. There are three shifts of lever | 
men, the two day shifts being each composed of three 
lever men and one foreman, and the night shift of two | 
lever men and one foreman. All the men were taken 
from the yard, and had had no previous experience with 
interlocking. The foreman has a seat in the bay-window, | 
and his duty is to attend to the Various audible and visu- | 
al notices received by wire from the Train Starter, the | 
Yard Master, the Engine Dispatcher, and Bergen West | 
Tower, west of the tunnel. These wire signals are made | 
by ‘‘ train describers,” which will presently be explained. | 
Each describer is capable of 14 indications, all of which 
are transmitted by two wires and one battery. Grove | 
St. has also one train describer, operated by Bergen | 
West, for trains coming east. All important points are | 
also connected by telephone, for use in cases of emer- | 
gency. The train describers, telephones and bells are all | 
conveniently located in the bay-window of the tower, | 
within reach of the foreman, who has control of all train | 
movements, the lever men working in accordance with 
his verbal instructions. 

There are eight tracks in the train shed, and the de- | 
parture of passenger trains from these tracks is gov- 
erned by semaphore starting signals mounted on con- | 
tinuations of the gate posts at the inner end of the shed. 
These signals are operated from a tower placed immedi- 
ately above, which overlooks all the tracks in the shed | 
and is in easy communication with the Station Master’s | 
office. On the arrival and discharge of the last boats | 
which are scheduled to connect with a particular train | 
from the up-town and down-town ferries, the boat slips | 
are deposited in the Station Master's office, where they | 
are signed and sent up to the signalman above by means | 
of a small elevator in a tube. On receipt of the slips he | 
notifies the main signal tower, by a train de-) 
scriber, that a train is ready to depart from a certain | 
track. As soon as the acknowledgment is received | 
from the main tower the semaphore at the end of the | 
track is lowered to the clear position, which informs the | 
train couductor that his train must depart. At the 
same time the gate is closed. The starting semaphores ! 
are so located that a conductor looking toward the rear | 
of his train will always see the arm or light exactly in 
line with the outer edge of the car roofs. 

It will be seen that the signal bridge is so placed that 
the signals thereon govern movements from any track 
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to any track, in either direction. By the use of selec- 
tors, all the bridge signals are operated by eight levers. 
Without selectors the bridge signals would have required 
36 levers. Allthe appliances are those of the Johnson 
Railroad Signal Co.,and they were put in operation 
without any trouble through the catching of locking, a 
difficulty which causes considerable annoyance in bring- 
ing into use some large machines. 

The train describers are instruments run by clock- 
work which are set so as to send a variety of preconcert- 
ed signals overa signal circuit. The sending instru- 
ment has a dial-face with numbered push-buttons fixed 
around its circumference, each button indicating for a 
certain track or a certain class of train. By pushing the 
button the clock-work is made to send a certain number 
of pulsations over the wire, causing an electromagnet at 
the other end (receiving station) to move a pointer on a 
dial (similar to the sending dial) until it stands at the 
position corresponding to that of the sending 
button which has_ been pushed. Signals are 
answered by a bell, operated over the same wire by 
making a ground connection (the original indication be- 
ing carried by metallic circuit). The signalman in the 
Station Master’s oftice has two describers, one to signal 
for outgoing trains and one for empty trains backing out, 
The towerman has one sending instrument to order 
engines into the train shed, and four receivers, viz., two 
from the platform, just mentioned, one from Bergen 
West and one from the making-up yard to notify him 
when trains are ready to be backed into the shed. At 
the outer corners of the train shed are circuit closers, Dy 
which a bell can be rung in the tower. These are to be 
used by switching trains coming from the yards, to notify 
the signalman that they are waiting for signal 55 or 64. 

On the first day of opening (Sunday) there was no de- 
lay whatever, but when the rush came on Monday morn- 
ing, the men became somewhat confused, and so delayed 
afew trains. They caught up with the time-table by 12 
o'clock noon. The same thing occurred with the afternoon 
shift, but these men also caught up with the time-table 
by 7p. M. On Tuesday morning there was a remarkable 
improvement in the speed with which the trains were 
handled, and no delay whatever took place, but about 
2p, M. a derailment from a broken truck occurred in Ber- 
gen tunnel, which completely stopped traffic both ways 
| for three hours. There was naturally a rush when the 
tunnel was cleared, but the Superintendent says that the 
train shed was cleared in quicker time than had ever 
been the case before under similar circumstances, 

The frogs and switches were supplied by the Pennsyl- 
vania Steel Company. 


Rules of Interchange—New England Railroad Club 


At the last regular meeting Mr. F. D. Adams presented 
the report of the Committee on Rules of Interchange. 
The report was accepted and President Twombly an- 
nounced that the subject was open for discussion. 

The Committee, in introducing their report, say: “After 
careful study and discussion of the rules, we have come 
to the conclusion that, as the rules have been very satis- 
| factory to most or all of the roads interested, it is best to 
| make as few changes as possible.” The rules were then 
discussed seriatim, it being agreed that where no change 
in any rule was suggested by the Committee, and no ob- 
jection was raised to it by any member present, it should 
be considered as approved by the club as it now stands. 
Rule 3. Section a. The committee recommend that the 
word “diameter” be added after the words “in length or.” 
It was voted that the club recommend that Section @ of 





| 
- 7 ” : 
| in regard to the word “diameter,” to the effect that it 
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Rule 3 be not changed, but stand as printed in the rules 
issued in 1890. , 
The Committee having changed their recommendation 


be inserted in Section ¢ instead of Section a of Rule 3, 
there was no opposition on the part of the club. 

Section d of Rule 3. The Club recommends that itread, 
“flanges 1 in. thick or less,” instead of ‘‘flangces less than 
1 in. thick.” 

Mr. Marden moved that there be added to Section 
the words “if not chipped under.” The motion was car- 
ried. 

Mr. Chamberlain moved that there be added, after the 
word “‘é¢ar” in the last line but one,of Rule 4, the words 
“by four tacks”; carried. 
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Rule 5. The Committee recommend that the words, 
“or indelible pencil” be stricken out. 

Rule 7. The Committee recommend that the words, 
“before repairs are made” be stricken out. 

Rule 11. The Committee recommend that the words 
‘for indelible pencil” be stricken out of Rule 11. No ob- 
jection was made. 

Rule 19. The Committee recommend that there be 
added to Rule 19 the following: ‘‘ Provided, however, 
that when cast or malleable iron is used credit shall be 
allowed at cast and malleable irou prices.” No objection 
was made to the proposed change. 

Rule 20. The Committee recommend that after the 
words ‘“‘defect card” in the last full line the following 
words be inserted: ‘‘Which shall state the wrong ma- 
terial used, and.” No opposition was made. 

Rule 21. The Committee recommenda that the first por- 
tion of Rule 23, in regard to settlement prices of cars, be 
changed as follows: That box and stock cars 32 ft. 
long and over be $300 instead of $27 That box and 
stock cars under 32 ft. long be $250 instead of $240. 
That gondola cars, eight-wheeléd, 32 ft. long, be 
$200 instead of $150. That gondela eight-wheeled, under 
32 ft. long, be $175 instead of $125. That flat cars, 32 ft. 
long or over, be $125 instead of $100; under 32 ft. long, 
$125 instead of $100. 

Trucks.—That the word channel be stricken out, and 
the words steel ov be substituted; and that the price be 
$275 instead of $250. No opposition was made to these 
proposed changes. 

Rule 24. The Committee recommend that there be added 
to this rule the following: ‘‘Except in case of destruction 
of private cars, and the company destroying such car 
elects to return the trucks, it shall deliver said trucks, 
free of charge to the connecting road, if so required.” 
No opposition was made. 

Rule 25. The Committee recommend that the words 
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“‘when possible” be placed at the end of the sentence, in- 
stead of after “‘cars” in the preceding line. No opposition 
was made. 

Rule 26. The Committee recommend that after the 
words “current market prices” there be added the words 
‘including freight,” in the last paragraph but one of 
Rule 26. No opposition was made to the proposed change. 








English Train Accidents. 


A brief summary of the Board of Trade report of 
train accidents in Great Britain and Ireland for 1890 
was printed in our last issue, together with condensa- 
tions of the inspectors’ reports on certain accidents that 
were inquired into. Herewith will be found additional 
accounts of investigations, omitted last week from lack 
of space. 

At Brindle Heath, on the Lancashire & Yorkshire, 
Dec. 21, a freight train of 36 cars, running under a so- 
called “ caution” signal through a block section about 3 
miles long on a descending grade, was allowed to run too 
fast, and overran the home signal at the end of the sec- 
tion and fouled a passenger track jusi as a passenger 
train came along, producing a violent collision and injur- 
ing 25 passengers, of whom one died. The engineman of 
the freight excuses himself on account of the slippery 
condition of the rails, but his stories regarding the speed 
and the efforts he made to alarm the signalman and 
others when he found his train had eluded his con- 
trol, are shown to be far from true. The grade was 
66 ft. per mile, and the “caution signal” was to 
the effect that the block section was clear, but 
that the junction located in the next section was 
blocked. This sort of signal, ‘‘ originally intended to be 
used for the admission of trains to stations where they 
have to be connected with preceding trains is becoming 
far too generally used,” says Major Marindin. He 
thinks it would better be not used at all at ordinary 
junctiohs ; certainly not where they are approached on 
descending grades. This means that trains should not 
be allowed to start for a station until the main track 
through the yard of that station is clear for them. The 
engineer in this case had not passed examination and 
his fireman was a green man. As the runner was a 
steady and experienced fireman, the inspector does not 
condemn his employment as a runner, but says that 
such a man should not be sent out without a good fire- 
man. He had been on duty 12% hours, which is con- 
demned. 

On the London & Northwestern, Oct. 8, at New street, 
Birmingham, the engine of a passenger train was de- 
railed at a frog as it entered the station at 10 or 12 miles 
an hour. No serious defect could be found in the en- 
gine or track, and Major Marindin attributes the derail- 
ment to an engine with a 15-ft. 8-in. rigid wheel base 
running too fast over a curve of 462 ft. radius. The 
radius of curve was supposed to have been 528 ft., and 
the gauge at the frog was \ in. tight. There is no 
chance to elevate{the outer rail, and so it is recommended 
that the speed be limited by rule to tive miles an hour, 

At Primrose Hill Tunnel,near Chalk Farm Station, on 
the London & Northwestern, Nov. 13, at 7:434 p. m., a 
passenger train ran into the rear of a freight in the tun" 
nel, making’a violent collision and kiiling the freight 
conductor. The freight was held by a block signal, and 
the cause of collision was a failure of block working; 
one of two freight trains was forgotton in one signal 
box or the other. ‘‘Althoughin these cases it is hardly 
ever possible to be absolutely certain which of the two 
signalmen is at fault,” Major Marindin finds the weight 
of evidence decidedly in favor of the man at the en- 
trance of the fsection, and he discusses the particulars 
of booking, etc., at length. He refers to electrical 
systems of interlocking (such as the Sykes), and says 
that such a tunnel as this ‘‘seems to be a very proper 
place for the London & Northwestern to adopt such a 
system.” The freight engineer, while waiting, might 
have whistled, to call the attention of the signalman, 
but he refrained on account of the rule to whistle 
as little as possible. The inspector says, however, that 
it is far more important to follow the rule about whist- 
ling when waiting for a signal than to be so careful 
about annoying people residing near the road. Major 
Marindin takes occasion to inform the public as to the 
fallacy involved in assuming that danger would follow 
if a signalman were to fall asleep at his post ; and while 
recommending the employment of a booking boy at a 
signal box here, where the man in charge is very busy, 
expresses the conviction that a second signalman would 
be a source of danger rather than of safety. These re- 
marks are called out by the verdicts of juries, which ap- 
pear to be made up in London on the same principles 
that they are in New York. 

On Dec. 10, a day characterized by a dense fog ail about 
London, a slight collision occurred at the great Waterloo 
Station of the London & South western, in London, where 
is located the celebrated tower containing 209 levers. 
The signalman testified that on this day there wasa 
period of four hours when he did not and could not see 
a single engine or car out of the large number which 
passed his windows. The collision was in consequence 
of two engines going out from the engine house under 
the same signal, the second one running into the side of 
a passenger train. It appears that in clear weather it is 
customary for two or more engines to follow one another 
out without the signal being thrown to danger after 
each one, but in this case a man on the ground by a bit 
of carelessness allowed a second engine to pull out while 





the man in the tower thought he was admitting only 
one. The passenger train so struck was quickly stopped 
by the application of the automatic vacuum brake, but no 
one on the train knows how it was applied. “It may be 
that the valve on the guard’s van was jerked open by the 
shock of the collision,” but Major Marindin has never 
before heard of sucha thing. He takes occasion to say 
that the signalmen, yardmen and drivers deserve great 
credit for carrying on work here as safely as they do, on 
such a day as Dec. 10. 

At Broadstone Junction, on the London & Southwest- 
ern, Dec. 23, at 5:22 p. M., a lady passenger was killed by 
a violent collision between a passenger train and a light 
engine. It appears that the light engine ran past a 
home signal and onto a track where the passenger train 
was approaching, and the runner claims that he saw the 
semaphore light change to green. The inspector does 
not believe him, however, as it is quite certain that his 
engine forced opena split switch. The signalman claims 
that he threw up the signal in the face of the passenger 
train in time to stop it, but the inspector does not ac- 
cept the statement. He also made a fatal mistake by 
going out to flag the careless runner of the light engine 
instead of throwing all his signals to danger at once, ac- 
cording to rule. But the inspector advises leniency, as 
the man evidently did what he thought best on the 
spur of the moment. He did his duty in stopping the 
engine, although as it turned out, he would better 
have not done so. All the signaling arrangements at 
this station were found satisfactory. 

At Stoats Nest goods yard, on the London, Brighton 
& South Coast, Dec. 10, during a dense fog, a passenger 
train, running at 40 miles an hour, struck an empty car 
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box at a point about opposite the third row of tubes and 
about 14 inches from the tube sheet were led off 
through a pipe in the stack, and thence through an as- 
pirator back tothe dynamometer car, which was at- 
tached directly to the tender. In this car, two modified 
Orsat sets for gas analysis were placed. From 20 to 
24 analyses per hour were made with each 
apparatus, and, in all, 56 complete tests are 
recorded, the number of analyses given in the tables 
averaging about 28 for each test. It was found necessary: 
in order to obtain uniform samples of gas, to turn the 
end of the pipe in the smoke-box toward the tube sheet, 
and to protect it from the action of the blast by means 
of a screen. Also, in taking smoke-box temperatures, 
the thermometers were similarly protected, or their 
ends were inserted in the tubes. Without this precau. 
tion the temperatures obtained at about 12 in. in front 
of the tube sheet ranged from 383 degrees Fabhr. for the 
highest to 536 degrees for the lowest thermometer; but 
when protected, the temperatures indicated by all were 
sensibly the same, and were found to be from 590 de- 
grees to 608 degrees Fahr. The coal used in most of the 
tests was bituminous refuse (mens), and was thoroughly 
wet before firing. 

The best result given in the table was obtained with a 
locomotive having a deep fire-box with water table, 18.6 
sq. ft. of grate surface, using briquettes. In this case 
73.4 per cent. of the total heating power of the coal was 
utilized in making steam. This result is, however, closely 
approached by that from an express engine having a 
shallow fire-box with 25.8 sq. ft. of grate surface, and 


| fitted with brick arch and air passages in the front end 
| of the furnace, the efficiency being 72.2 per cent., using 


which a careless switching conductor had left standing | fine coal. As a general thing the large shallow fire- 


on the main track, His fault was innot riding on the | 


car farthest from the engine, and his excuse for this 
was that on account of the fog he would have been too 
far off to signal the engineer. He had been on duty 14% 
hours. The empty car probably broke off on account of 
a coupling jumping off the drawbar hook, but the car 
was so badly broken that no definite evidence could be 
obtained. Americans will be interested in the following 
remark of General Hutchinson : 

‘*T am not aware of any practicable mechanical means 
by which the fact of a wagon having thus been left on 
the main linecould prevent asignalman lowering the 
signals for that line. It might be possible electrically to 
prevent a signalman accepting a train under such cir- 
cumstances by the insulation of one of the rails between 
(say) the home and advanced signals, and though I fear 
the conditions are too unfavorable to permit of perfect 
dependence being placed upon such electrical arrange- 
ments, it might be at any rate worth while to give the 
system a trial.” 

On the North British Railway, Nov. 11, near Gorgie 
at about 8 P. M.,a passenger train ran into an empty 
engine which had been waiting at a home signal 22 
minutes and had just started when it was struck. This 
collision was principally due to a failure of block work- 
ing, and as in the cases at Primrose Hill and elsewhere, 
there is no conclusive evidence which signalman made 
the mistake; but the one at the outgoing end of the see- 
tion frankly states that he will not deny that the other 
man sent a certain signal to him, although he has not 
the slightest recollection of it. He was much occupied 
with freight trains switching and probably forgot to 
enter the signal on his book. He might have seen the 
waiting engine and thus have avoided the blunder, 
but he did not look out along the track. The runner 
of the light engine disregarded the rule requiring 
him to send his fireman to the signal-box, and ought 
to have been “smarter” in starting bis engine when the 
signal was lowered. In point of fact, this signal was 
pulled off for him. before the passenger train got away 
from the preceding station, and he might, therefore, 
easily have started and kept ahead of the passenger 
train. The engineer of the passenger train saw the red 
tail light of the light engine, but, thinking it was upon 
a side track, did not slacken his speed. Major Marindin 
says he had no business to assume that this light was 
on the siding. The Major also again recommends inter 
locking of signais (such as the Sykes system), and adds: 

‘‘Another way which has been suggested would be by 
insulating a certain length of rails, as is done in places 
in America, and providing electrical arrangements which 
would lock the block instruments or the necessary sig” 
nals so long as any axle were standing upon the length 
of rails insulated. This plan has not, however, been suf- 
ficiently experimented upon in this country to make it 
certain whether it is reliable, and if not reliable it would 
be worse than useless.” 

(To be Continued.) 








Economy Tests of Various Forms of Fire-Boxes. 





During the winter of 1888-9 an extended series of tests 
was made onthe Eastern Railway of France to deter-. 
mine the relative economy of deep and shallow fire-boxes, 
with and without brick arches, water tables, deflectors, 
hollow stays, etc. The following summary is taken 
from a detailed account published in the Rerue Générale 
des Chemins de fer for February, 1891: 

The method followed was to make numerous analyses 
of gases drawn from the smoke-box during regular trips, 
the positions of the dampers and deflectors, and the 
amount of opening of the air passages above the fire be- 
ing varied for each trip. Engines similar in other re- 
spects but with and without brick arches, were also 
tested. The samples of gas were taken from the smoke- 





boxes with brick arches and open air passages in the 
front of the fire-box appear to have given the highest 
efficiency, while the same engine, without the arch and 
with air passages closed, gave about the poorest results, 
viz., from 52 to 54 per cent. 

The principal deductions of the author from these ex- 
periments are briefly as follows: 

For locomotives with large grates.—The brick arch is 
very advantageous for obtaining sensibly complete com- 
bustion and greater economy. Air passages iu the front 
of the fire-box above the grate give excellent results 
whether there is an arch or not. The combustion is 
notably less economical when the air passages are closed. 
By opening the air passages a saving of from 5 to 11 per 
cent. was obtained with certain trains and from 3 to 13 
per cent. with others. For the same size of exhaust 
nozzle, the combustion is the more complete as the air 
passages are opened wider and as the velocity of the 
gases in the tubesis less. The deflector gives results 
comparable with those with air passages, as described, 
when the locomotive is fitted with an arch. 

For locomotives with deep fire-boxes.-The combus 
tion is always excellent with a water-table, whether an 
arch or a deflector is used or not, but is not always as 
economical as with locomotives with large grates and 
with arch and air passages. The tests show that with 
locomotives having deep fire-boxes there is always a 
considerable excess of air supplied, regardless of the 
character of the service. This excess of air supplied, 
and the consequent loss of heat from the chimney, 
greatly reduce the advantages gained by complete 
combustion. The most economical combustion was ob- 
tained with an excess of air of about one-fifth. 

It was found that the combustion was sensibly com. 
plete when coal was not drawn through the tubes, 
but when this occurred the loss was considerable. In 
the tabulated tests, the combustible drawn through the 
tubes varied from 1.0 to 11.6 per cent. of the combustible 
burned, the average for the best ten tests being 4.8 per 
cent, 








The Ghicago & Northwestern Lockout. 


On May 14 the Chicago & Northwestern paid off its 
entire force of yard trainmen (switchmen), and as each 
man received his pay he also received a notice from the 
general manager reading as follows: 


“The switching service of the Chicago & Northwestern 
Railway Company, as at present performed, is not satisfactory 
to the public nor to the management of the company. There- 
fore all yardmasters and switchmen now in the employ of the 
company are discharged from its service on and after 7 a. M., 
May 14, 1891. In reorganizing the switching service on this 
company lines preference will be given to such men, pre- 
viously in its employ, as are, in the judgment of the company, 
capable and worthy, 

This summary and somewhat novel proceeding on the 
part of the road was the direct outcome of a series of 
strikes on that road by the switchmen, which have 
proved exasperating to the management and annoying 
to the public, The switchmen have repeatedly tied up the 
Chicago terminals on the most trivial pretexts. The last 
act of this kind occurred on March 23. when the switch- 
men demanded the discharge of yardmaster Frank 
Mclnery for discharging a switchman named Crowe, 
for refusing to switch certain cars. The switch- 
men struck at the busiest portion of the day, 
when the heavy suburban travel was beginning 
to move home, and rather than inconvenience is 
patrons the road acceeded to the demands of the men, 

ut McInery tendered his resignation, pending investiga- 
tion, and traffic was resumed. It has since developed that 
the real cause of the trouble was the fact that McInery 
was a member of the Brotherhood of Railway Trainmen. 
The officials at once determined that it was necessary to 
make a decided stand, and the action taken last week 
was the result. McInery was reinstated and a force of 
new switchmen sufficient to move all the passenger 
traffic and a good part of the freight traffic was quietly 
secured and put at work under police protection. ‘The 
plan was most successfully carried through from its in- 





ception, and the men were completely nonplussed. The 
trainmen supported the road and took hold and helped 
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in yard work. About 400 men were discharged in Chi- 
cago and along the line. ‘ s 4 

The Supreme Council of the Federated Order of Rail- 
way Employés met at Chicago, May 16, but decided that 
the switchmen had not made out a case against the road 
and that the action of the road was justifiable. The 
leaders of the switchmen’s association are naturally ex- 
tremely bitter in their denunciation of the trainmen and 
firemen, but the public sympathy will not te with them. 
On the contrary, people commend the Supreme Council 
for taking a manly and consistent view of the situation 
and having the courage to vote according to their con- 
victions, and the road’s ultimatum, coming as it does 
from a corporation which conceded to be eminently fair 
in its treatment of its a age will doubtless have the 
hearty support of the public and of all honest employés. 

This action is likely to have a salutary effect on the 
switchmen of other lines in Chicago. For some time the 
switchmen had come to think that they and not the 
companies’ ofticers were running the roads. At the time 
of the Stock Yards strike, a few months ago, a er 
of the managers were strongly inciined to make a stan¢ 
and settie the question then and there, but realizing the 
consequences of a tie up they naturally hesitated. The 
Northwestern has now supplied the lesson that was 
——, and it is to be hoped that it has been well 
learned. 








Comparative Tests of a Johnstone Compound 
Locomotive. . 





The system of compounding locomotives designed by 
Mr. F. W. Johnstone, Superintendent of Motive Power 
Mexican Central Railway, was applied to a consolidation 
engine of that company in the summer of 1890. The de- 
signs were made more than a year earlier, and the work 
was begun in August, 1889, in the shops at the City of 
Mexico. It was not allowed to interfere with other work 
in the shops, however, and therefore occupied about a 
year. 

The engine, No. 66, was a Rogers consolidation, built in 
1882, with 20 x 24-in. cylinders and 50-in. drivers, weighing 
82,000 Ibs. on the drivers, with inside fire-box only 6 ft, 
long. This engine was so inefficient it was decided when 
taken out of service for general repairs to let it lie outside 
and await its chances of occupying a pit in the shops, 
which were always crowded with work upon more use- 
ful engines. 

When the compound cylinders were put on, a new fire- 
box 9 ft. 4 in. long was also put in. 

The comparative trials, particulars of which follow, so 
far demonstrated the economy and efficiency of the sys- 
tem that it will probably be made standard for all loco- 
motives on the line as fast as renewals are made. Six 
10-wheelers are now building at the Rhode Island Loco- 
motive Works, compounded on the Johnstone plan, and 
52 locomotives now in service will be changed as fast as 
possible. 

The conditions in Mexico are peculiar in that the fuel 
expense is extraordinarily heavy—coal costing about $11 
atonon the Mexican Centra]. Therefore the General 
Manager and Superintendent of Motive Power were 
early interested in the possible economy of compounding 
and are particularly gratified at the results of the experi- 
ment. 

The description of the design and the particulars of 
the tests are furnished to us by Mr. Johnstone. We 
shall shortly show one of the 10-wheelers now building 
in considerable detail, but meantime the engravings 
given herewith show the main points of the design. 

The Design.—It will be seen that the high-pressure 
cylinder, which is 14 in. in diameter by 24 in. stroke, is 
placed within the low-pressure cylinder, which is 30°{ in. 
diameter by 24 in. stroke, or equal to a cylinder of 24% 
in. diameter after deducting the area of the high-press- 
ure cylinder and the sleeve surrounding it. The ratio of 
the cylinders is three to one. The low-pressure piston is 
provided with two rods and the high-pressure with one. 
The three rods are secured to the same crosshead, both 
pistons acting in the same direction. 

The valve, which is a very important feature of this 
design, distributes steam to both high and low-pressure 
cylinders, requiring but one valve stem, which is actu- 
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ated by the link motion as formerly used on the locomo- 
tive, no change having been made in it. The valve is 
made in two sections, the outer portion distributing 
steam to the high-pressure cylinder, and the inner sec- 
tion to the low-pressure cylinder. The inner section is car- 
ried by the outer, and has one inch less travel, the outer 
traveling six inches, the inner traveling five inches. 
The object of this is to retard the point of cut-off to 
the low-pressure cylinder, and also to reduce the 
compression on the front of the high-pressure piston. 
By reference to the indicator cards it will be seen that 
this has been accomplished in a very satisfactory man- 
ner. For instance, when the high pressure admission is 
cut off at 9in., the low pressure continues open to the 
admission of steam for 17 in. On the other hand, the 





Fig. 2.—Cross-Section through Cyl.nder 
Saddle and Steam Chest, 


compression on the high-pressure piston, which would 
begin at 9 in. piston travel, were both sections of valve 
made to move together with the same point of cut-off, 
does not take place until 17 in. in the high-pressure pis- 
ton and 19 in. in the low-pressure. With 14 in. cut-off in 
the high-pressure cylinder, there is 20 in. cut-off in the 
low-pressure cylinder, compression beginning at 20 in. 
in the high-pressure and 22 in. in the low-pressure. 

A simple arrangement of starting valves enables the 
engineman to throw the engine into high pressure, steam 
being admitted through a reduced opening into the low- 
pressure cylinders. When this is done the high pressure 
piston is put into equilibrium, but the two low pressure 
pistons act with a force equal to two 24%-in. pistons ; 
therefore the engine has much greater starting power 
than any high-pressure locomotive of ordinary build. 


THE TESTS. 

The comparative tests which follow were made be- 
tween this compcund consolidation engine, No. 66, and 
a simple high-pressure consolidation engine, No. 107. 
The latter is a Baldwin locomotive of recent design with 
ample boiler capacity, 20-in. x 24-in. cylinders and 
48-in. drivers. This engine has just been thoroughly 
overhauled in the Mexico City shops and was in perfect 
condition when the tests were made. The comparative 
boiler capacity of the two engines is indicated by the dia- 
grams, fig. 2. 

The tests were conducted by Mr. E. V. Sedgwick 
Master Mechanic of the San Luis Potosi Division. assist- 
ed by Mr. J. H. Ebert, Traveling Engineer. The crew in 
charge of Engine No. 107 were W. H. Spicer, engineer, 
and N. Campos, fireman. The compound engine No. 66 
was under the charge of George B. Ridgely, engineer, 
and G. A. Daiiy, fireman. These crews were selected 
for their ability in getting good work out of their engines, 
and had been handling these engines for two months be- 
fore the trial began. 

It was decided to keep the record of trips between San 
Juan del Rio and Mexico City, as it was always possible 
to get full trains out of the former place, and these trains 
generally came through without breaking bulk. The pro- 
file of that part of the line is shown in fig. 3. 
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Fig. 1.—Profile of Line of Road, 


TESTS OF JOHNSTONE’S 


COMPOUND LOCOMOTIVE, 





The trains were weighed on track scales after having 
been made up, and just before starting. 

Coal Record.—A coal car fitted with a platform, pro- 
vided with platform scales, was coupled to the tank, and 
all coal put on the tender was weighed in boxes and 
taken up an incline to the tender. The coal car was 
hauled on each train, as it was.desirable to keep a record 
of the performances of engines on the continuous grade 
from San Juan del Rio to Cazadero, as well as a record 
of the performance over the entire division. While the 
engine was standing in the engine-house at San 
Juan del Rio steam was kept up with wood. The 
tender was emptied of all coal, and a quantity 
thought to be sufficient to take the train to Cazadero 
was weighed and placed on it. The boiler was givena 





Fig. 3.—Longitudinal Cross-Section through 
Cylinder and Steam Chest. 


JOHNSTONE’S COMPOUND LOCOMOTIVE. 


half glass of water and fire was made up with the coal 
which had been weighed out to the engine. This was 
generally done about 30 minutes before starting out with 
the train. If the coal weighed out to the engine was not 
sutticient to take the train to Cazadero more coal was 
put on the tender while running, and any coal remain- 
ing on the tank after reaching Cazadero was weighed 
and the amount deducted from the total. The same 
was done on arrival at Mexico. 

Water Record.—The quantities {of water used were 
arrived at in the following manner: A glass tube 5 ft. 
long was placed on each side of the tank, centrally, fore 
and aft, and connected tothe bottom of the tank by 
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Fig. 4.—Mexican Central Engine No, 66, Compound. 














pipes and suitable stuffing boxes to make a joint at the 
bottom of the glass tubes, the upper ends being left open. 
These tubes were protected by brass pipes with slots cut 
nearly their entire length to permit the water level to be 
seen. The tank was filled with water and the level 
shown in the two glass tubes was marked 0 on the 
brass pipes. Water was then drawn off into a barrel 
which had been carefully weighed, precaution having 
been taken to fill the barre) and let it soak over night to 
insure getting the weight of the empty barrel cor- 
rectly. The barrel was placed on scales and filled 
until it contained 33314 pounds of water, then gauyed at 
water line. Therefore, in measuring the tanks every 
three barrels of water drawn represented 1,000 lbs., and 
the level in the glass tubes was noted and marked accord- 
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Fig. 5.—Mexican Central Engine No. 107, Simple, 


ingly, for each 1,000 lbs. drawn from the tank. Before 
starting fire with coal at San Juan del Rio, the water in 
the boiler was regulated toa half glass, and the height of 
the water in the tank noted, the mean of both tubes being 
recorded. When a water station was reached the height 
of the water in the tender was noted before and after 
taking water. As the 1,000-lb. marks on tubes were 
about two inches apart, it was an easy matter to ascer- 
tain accurately the quantity of water used between two 
given points. The water lost through the overflow of 
the injectors (Sellers’ improved) was so inconsiderable 
that it was not taken account of. On the first trip this 
waste water was caught and measured, and found to be so 
little no further effort was made totake it into account. 
The blow-off cocks were used as sparingly as possible 

and when used no account was taken of the water thus 
thrown away. 

These engines were not favored in any way; they lay 
over at sidings for trains, and did more or less switching 
at variovs points each trip. The object was simply to 
keep a record of coal and water used while the engines 
were doing their regular duty in freight service, The 
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Fig. 6. 
Cut-off: High pressure, 9; low pressure, 1644. Conpresssion 
begins: High pressure, 164; low pressure, 19. Boiler press- 


ure, 150. Revolutions, 200. 
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Fig, 7. 
Cut-off: High pressure, 10; low pressure, 17%. Compression 


begins: High pressure, 17%: low pressure, 20. Boiler press- 
ure, 150. Revolutions, 80. 
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Fig. 8. 
Cut-off : High pressure, 12; low pressure, 18%. Compression 


begins: High pressure, 18%; low pressure, 214. Boiler press- 
ure, 140. Revolutions, 80. 


INDICATOR 


Mexican Central Engine No. 


engineers were not interfered with, but were allowed to 
handle the engines as they had been accustomed to do. 

Measure of Work.—Indicator cards were taker from 
each engine merely to show the action of the valve gear, 
and not for the purpose of attempting to arrive at the 
work performed by the engine for the trips, or for any 
given distance or space of time during the trip, as the 
horse, power developed by a locomotive is constantly 
varying, and cards taken but a few minutes apart show 
that no reliance can be placed upon this method of as- 
certaining the amount of work done by a locomotive 
over asection of road, even when the grades are quite 
uniform. Seeing the necessity for a more comprehen- 
sive method of arriving at the duty of a locomotive in 
regular service for a trip or for a month’s work, the 
Superintendent of Motive Power, Mr. Johnstone, decid- 
ed in the latter part of 1834 to reduce the work done by 
all engines in freight and passenger service to so many 
Units of Work performed. 

One hundred gross tons hauled one mile at a very low 
rate of speed, over a straight and level track, was taken 
as a Unit of Work. The profile of the road was carefully 
studied and the line reduced to an equivalent ofa straight 





and level track (curves, being compensated, were left out 
of the calculation), 
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Fig. 9. 
Cut-off: High pressure, id; low pressure, 20. Compression 


begins: High pressure, 20; low pressure, 22. Boiler pressure, 
150. Revolutions, 59. 


Soca: 2 en iia acacia, 
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Fig. 10. 


Cut-off: High pressure, 16; low pressure, 21. Compression 
po gg High pressure, 21; low pressure, 22%. Boiler press- 
re, 150. Revolutious, 60. 
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Fig. 11. 


Cut-off: High pressure, 18; low pressure, 2143. Compression 
begins: High pressure, 21%; low pressure, 23. Boiler press- 
ure, 15). Revolutions, 60. 


DIAGRAMS. 
66; Johnstone’s Compound. 


Tables were then made to facilitate the computation 
of the units of work done by each locomotive during the 
month. Separate tables had to be made up for passenger 
and freight service, as that for passenger trains was 
based upon a speed of 31 miles per hour, while the freight 
train table was based upon 16 miles per hour. This was 
necessary as the resistance due to speed is different for 
the two classes of service. 

In arriving at the work done, all changes in the weight 
of trains are taken into account, and the units of work 
performed between any two points with a given weight 
of train is shown by the tables. The weight of train is 
taken from conductors’ reports of loaded and empty 
cars, weight of engine and tender added; loaded cars 
averaged at 24 tons and empties at 12 tons. These fig- 
ures have been checked with the year’s gross and net 
ton miles and found to be very accurate. This system 
has been in use on the Mexican Central Railway for the 
past six years, and has proved most satisfactory. The 
performance of light engines on level divisions can be 
compared with that of heavy cngines on the mountain 
divisions. The premiums given for the most economical 
use of fuel are determined by the units of work per ton 
of coal, shown on performance sheet for the month, 

These years of experience having established the cor- 


rectness of this method, it was decided to base the per- 
formance of the engines in the tests upon the units of 
work performed. But to be entirely assured as to the 
weight of the trains, each train was weighed before 
starting, as stated above. The trains were composed of 
cars bound for Mexico, and only in a few instances was 
the bulk of the train broken, and when this was done a 
careful note was taken of this change in weight. 

The Comparative Results.—Table No. 2 shows two 
trips of each engine while using American coal. Table 
No. 3 shows two trips of each engine using English bitu- 
minous coal. Table No. 4 shows two trips of each engine 
using English patent fuel (briquettes of compressed 
coal). These 12 trips were made over the entire division 
of 118 miles. The profile of the road is shown in fig. 3. 
Tables Nos. 5, 6 and 7 show the performance of the en- 
gines with the three kinds of coal, between San Juan del 
Rio and Cazadero, on a continuous grade of 114 per cent. 

The results of the tests show that the eomponnd en- 
gine No. 66 has effected an economy of 25 per cent. in 
fuel and from 12 to 23 per cent. in water over the simple 
engine No. 107. 

By reference to Table No. 1 it will be seen that the 
grate area, heating surface and boiler capacity, both in 
water and steam space, of the compound are very much 
less than those of engine No. 107. With these facts in 
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Fig, 12.— Indicator Diagram Mexican Central Engine No. 107. 


Cut-off, 13. Compression begins, 19. Boiler pressure, 140. 
Revolutions, 60. 


view, it is very evident that by compounding engine No. 
107 more than 25 per cent. economy can be effected in 
coal consumption. 

It will be noticed that the economy in water is not as 
great as in coal when comparing the compound No. 66 
with engine No. 107. This is accounted for by the fact 
that engine No. 107 has 68 per cent. more cubic feet of 
steam space, and delivered much drier steam to its 
cylinders. Owing tothe small boiler of the compound 
it was impossible to work the engine very hard, on ac- 
count of the quantity of water which was entrained with 
the steam. This was very noticeable in taking indicator 
ecards, not so much in the low pressure as in the bigh 
pressure cylinders. When working hard with lever set 
to cut off at 18 in. and throttle wide open, it was neces- 
sary to carry the water as low in the boiler as was safe, 
to avoid passing water over into the cylinders, No diffi- 
culty of this kind was experienced with engine 107. 

Given a boiler with a capacity of that of engine No. 
107 the compound would most certainly have shown an 
economy in water equal to that in coal, and in using less 
water the economy in coal would be greater than these 
tests have shown. 


TABLE NO. 1.—LOCOMOTIVE DIMENSIONS, 





No. 66 compound.| No. 107 simple. 


Cylinder, size.............. l4in. © 2tin. 20in. » 24 in, 


Ratio low pressure to high 

PROGTIGG, 660.0000 020000 3tol 
Driving-wheel diameter . 48 in. 48 in. 
Number of drivers ...... 8 8 
Weight on drivers .... 100,000 Ibs. 100,000 Tbs. 
Weight of engineand tank 180,000 Ibs, 180,000 Ibs. 
Diameter of shell of boiler’ 52 in. 60 in. 
Number of tubes.......... 200 


Size and length of tubes. .| 2 in. x 
Grate area in square feet. 
Heating surface of fire-box 


196 
11 ft. 7 in. |2% m, x 13 ft. Lin, 
21.5 30.4 


in square feet........... 148 152 
Heating surface of tubes 

in square feet............ 1,200 1,489 
Total heating surface..... 1,348 1,641 
Working boiler pressure. . 150 150 
Water capacity of boiler 

in per cents............. 100 118 


Steam space of boiler in 
er cent. with water 6 


ns. above crown sheet. 100 168 
Grate areas of boilers in 
See 100 141 











TABLE No. 2.—RUNS BETWEEN SAN JUAN DEL RIO AND 
Mexico; BIruMINOUS Coal FROM SAN Ant, 5 N. M. 





Engine 66. Engine 107. 


Nov. Nov.| Dec. |p Dec. 
Ee ree 15, | 25, 12 
1890. | 1896. | 1890. | 1896. 
13:20) 13:40) 13:13) 11:35 
10:00] 10:40' 9:05) 7:45 


Total hours on trip.. 
Actual running time. 








No. of cars in train.. 14 15 16 
Total weight of train,including ane 

and tender, in tons of 2,000 lbs 494 | 489 | 483 | 507 
Total units of work performed......... 1,613 | 1,598) 1,477) 1,590 
Pounds of coal consumed............... 13,300 13,200 15,800} 16,000 
Pounds of water used . ............... 74,000 73,000 82,000 83,000 
Units of work per ton of coal.......... 242.6) 242.1 186.9 198.7 
Units of work per ton of water......... 43.6) 43.8 36.0 38.3 


Result.—Average {of two trips shows compound en- 
gine No. 66 doing 24 per cent. more units of work . per 
ton of coal and 18 per cent.-more units of work per ton 








of water than simple engine No, 107, 
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TABLE No. ‘Mex —RUNS BETWEEN SAN JUAN DEL RIO AND 


EXICO; ; ENGLISH BITUMINOUS CoaL. 


Cngine 66. ‘engine 107. 





| 
| Jan. | Jan. | Jan. | Jan. 
BIO UE NES. bs Secnvias voveiecae wane 17, | 20, 2, ’ 
\) ag9i. | 1891. | 1891. | 1891. 
Total ROUME AMA. 5 dsccncnins csewncians 15:20) 11:45, 9:10 | 10:45 
Actual running time . 10:00, 7:30! 7:20 | 8:40 
ee ree uw} M4; bb 15 
Total weight of train, including e | | 
gine and tender, in tons of 2,000 —. 491 492 | 424 | 431 
Total units of work performed......... 1,604 1,607 ; 1,385 | 1,408 
Pounds of coal consumed ............. 12 ,060 12,090) 12,900 13 ,100 
Pounds of water used.................- 59 ,009 70 000 73 ,000)74 , 
Units of work per ton of coai..... .... 267.3 |266.0 | 214.7 | 214.9 
Units of work per ton of water........ 416.6 45. dl | 37.9 | 38.0 








Result.—Average of two > hes ‘ao eke en” 
wine No. 66 doing 24 per cent. more units of work per 
ton of coal and 21 per cent. more units f work per ton 
of water than simple engine No. 107. 


TABLE No. 
MEXICO; 


*4.—RUNS BETWEEN SAN JUAN; DEL RIO AND 
ENGLISH PATENT FUEL (BRIQUETTES OF PRESSED 











COAL}. 
Engine 66. |Engine 107. 
{ Jan. ran Dec. Dec. 
NGG UE SHG sca wisic sites teneiecnaiacese 4) | 27, 30, 
\| 1891. | 1891. | 1890. | 1390. 
Total hours on trip........ 12:02, 15:25 13:00, 11:05 
Actual running time... 10:00' 9:00) 7:25) 8:45 
INO. OF CRED Be MOR 03.5 0: 6deehcnrseccnicaees 15 “4 16 16 
Total weight of train, including engine} 
and tender, in tons of 2,000 Ibs........ 506 «491 | 455 | 438 
Total un ts of work performed....... -| 1,653, 1,604] 1,426) 1,431 
Pounds of coal consumed........ a ene 10,800 LO ,700/11 ,900 11 ,800 
Pounds of water used........... -++.... 75 000 73 *000 81,000 802000 
Units of work per ton of coal........... 306.0 300.0) 239.6) 242.5 
Units of work per ton of water........ 44.0 43.91 35.2) 35.8 


j 

Result.— Average of two trips shows compound 
engine No. 66 doing 25.7 per cent. more units of work per 
ton of coal and 24 per cent. more units of work per ton 
of water than engine No. 107. 


GRADE 
FROM 


TABLE No. 5.—RUNS ON CONTINUOUS Ly PER CEN’. 
FROM SAN JUAN DEL RIO TO CAZADERO; COAL 
SAN ANTONIO, N. M 





{ Nov Dec. | Dec 
Pe OF GI iic is crrsniensnenien 9 00kbeee ; 15, 25, 10, 12, 
(| 1890. | 1890, 1890. | 189) 
Hours on trip............ee ce eeee eens | 2:20 | 2:15 2:10 | 2:05 
NG. OF CORO ID TRAM enc ccnsersiecos canases u 14 16 lf 
‘otal weight of train, including en-| — 
gine and tender, in tons of 2,000 Ibs..| 494 | 489 ; A835 
Pounds ot coal consumed.........-..... 4,150 | 4,100 ' 5,100 5 400 
Pounds of water used..... _. ....-...- 119, 000) 18,000 20,100 23, 000 
a of water evaporated per Ib. of 
(5/6: Sd Aron Rene Allen Secon wel Ca 4.5 | 4.4 3.9 4.2 
recess of coal burned per oa. ft. of | ai ar 
grate surface per hour................ 84.8 | 77.5 | 85.4 
Pounds of water evaporated per sq. | 80.0 
ft. of heating surface per hour..... | SO) OS | SP) Ot 
Total units of work performed......... 499 | 494 | 488 | 512 
Units of work per ton of coal......... ., 241 | 241 | 191 | 190 
Units of work per ton of water......... 44.5 


52.5 | 44.9 48.5 

- ! \ - 
Result.—Average of two trips shows compound en- 

zine 66 doing 26 per cent. more units of work per ton of 

coal and 15 per cent. more units of work per ton of 

water than engine 107. 

Yasie No. 6,—Runs ON ContrINUOUS 144 PER CENT. GRADE 
FROM SAN JUAN DEL RIO TO CAZADERO; ENGLISH Brrvu- 
MINOUS COAL. 











| Engine 66.|Engine 107. 





f Jan. Jan. |Jan. Jan. 
RE OE CII 66.86.2505 cSoucuddasenwkees . ae 20, 2. 4, 
(189i. 1891. | 1891. 1891. 
Hours on trip Sera hasta da) gk an eentais sess Pa A 2:20 | 2:20 | 2:10 2:00 
pe eo Ree eee ' 14 it 15 15 
Total weight of train, including en- 
gine and tender, in tons of 2,000 Ibs... — 492 | 431 
Pounds of coal consumed............... 3,700 | 3,600 4,000 4,000 
Pounds of water used.. ..............6. 20, 000 19, 000 20,000 20,500 
Pounds of water evaporated per Ib. of 
ON cd doean dak -askekantianedeoen > «| 5.4 | 5.23] 5.0) 56.1 
Pounds of coal burned per sq. ft. of, | | 
grate surface per hour................ 73.8 | 71.6; 60.8 65.7 


Pounds of water evaporated per sq. ft. | 
of heating surface per hour. 6.3) 6.4) 5.6 6.2 
Total units of work performed. 496 | 497 | 428 435 
Units of work per ton of coal. . . 268.0 276.0 |214.0 217, 
Units of work per ton of water. . | 49.6 | 52.3 | 42.8 | 42. 


5 
4 





Result.- ioe of two pera ‘aanies. od a en- 
gine 66 doing 26 per cent. more units of work per ton 
of coal and 19 per cent. more units of work per ton of 
water than engine 107. 

TABLE No. 7.—RUNS ON CONTINUOUS L6 PeR CENT. 

FROM SAN JUAN DEL RIO TO CAZADERO; 

Fue. (BRIQU KITES OF PRESSED Coat). 


GRADE 
ENGLISH PATENT 



























| Engine 66. [Engine 107. 
: si% Jan. - Jan. I ec. Dec. 
WIRED OF GERM oi. ois sinnnsnscanenceceees | 15, | 27, | 20, 
A 1881. | | 1891 | 1890. ’ 
Hours of trip........2..200 --| 2:30 | 2:15 | 2:00 | 2:10 
Number of cars in train................ 1b | 16 16 
Total weight of train, including ne | 
and tender, in ton of 2,000 Ibs --| 506; 491; 455) 438 
Pounds of coal consumed.......... See "O00 20 Geo me to 3,600 
Pounds of water used.............. 2, 25,000 
Pounds of water evaporated per pound | | 
Fh, ARRAS RBIS 6.7 6.5| 6.1] 5.7 
Pounds of coal burned per square foot; | 
of grate surface per hour............. | 61.3 66.2 | 60.6 | 55.0 
Pounds of water evaporated per square } 
foot of heating surface per hour......; 6.5 | 6.8 | 6.8] 5.8 
Total units of work perfo med ........ | SIL | 496 | 460 | 442 
Units of work per ton of coal........... | 3809 a | 249 | 246 
Units of work per ton of water.........| 46.4 | 47.9 | 40.8 | 43.1 
I 








~ Result. ave of two trips cheer. ommpound en- 
gine 66 doing 25 percent. more units of work per ton 
of coal and 12 per cent. more units of work per ton of 
water than engine 107. 
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The Buffalo Continuous Hand-Shear. 

‘The hand-shear herew ith illustrated has but recently 
been placed on the market by the Buffalo Forge Co., 
of Buffalo, N. Y. It is specially designed for use in 
boiler and other shops where a reliable hand-shear is at 
all times a necessity. The design is quite unique, and 
consists of a combination of levers so arranged and 
operating in connection with each other as to effect a 
powerful up-cutting force at the blade edges. 

The moving blade is placed below, and the cutting is 
done from the bottom ef plate in an upward direction. 
The increased force developed by the combination of 
levers enables one man to accomplish as much as any 
two men could do with the old fashioned single-lever 
machines. The cutting edges of the blades are long, 
the levers are long and sweeping in their action, and a 
“continuous cut” is the result of their operation. 

Actual test and continuous service has shown this 
machine to be efficient and powerful. It is made in 
four sizes to shear plate of one-eighth to three-eightbs 
inch thickness, and the several parts are made to 


BUFFALO FORGE CO. 
BUF FALO,N.Y. 





gauge, and hence are interchangeable from one machine 
to another. 

In addition to the tool described the manufacturers 
have brought out acombined punching, shearing and 
bar-cutting machine, made after a similar design and 
operating in an equally effective manner. 


The Latest Armor Test. 


A special test of armor plates of American manufac- 
ture was made at the Annapolis proving grounds in the 
first week of May. The intention had been to open the 
new proving grounds at Indian Head with these tests, 
but the grounds were not ready. 

The results of the test are of the highest importance, 
and will have a marked influence in armor-plate manu- 
facture at home and abroad, with nickel-steel mixtures 
in the lead. Five pilates were made by Carnegie, Phipps 
& Co., embracing all the more important mixtures, types 
and constructions showing favorable results from pre- 
vious trials. The plates may be enumerated as follows: 
One plate of ordinary all-steel; one plate of nickel-steel, 
similar in mixture and construction to the successfu) 
Schneider plate of last September's trial; one nickel-steel 
plate of higher carbon mixture; one all-steel plate treat- 
ed after the Harvey carbonizing process, and one plate 
of nickel-stee] aiso treated after the Harvey carboniz- 
ing process. 

The result of the Harvey process and treatment is the 
extra charging of the exposed surfaces with carbon to 
such an extent as to give it the capacity to receive upon 
its immediate surface a high temper and extreme hard 
ness to any extent, as may be desired, with the object of 
breaking up the projectiles and hindering penetration. 
This tempering and hardening is continued to a varying 
depth according to the thickness of plate treated, leav- 
ing a sufficient backing of milder metal to hinder a gen- 
eral cracking or breaking through of the whole plate. 

The plates were 3 in. thick and 8 x 6ft. on the surface. 
Twenty 6 pounder shots were fired at each plate from a 





from the surface of the plate. 
was some 1,800 ft. per second. Carpenter forged steel 
armor-piercing projectiles were used. 

The ordinary all-steel plate was easily penetrated and 


pierced by almost every shot, and badly cracked at the 
finish. The plate of Schneider mixture was penetrated 
by a majority of the shots, but held together withovt a 
perceptible crack. The plate of higher carbon mix.ure 
successfully resisted penetration without cracking. It 





was, however, badly bulged, but was still in good shot- 


resisting condition at the finish. The all-steel Harvey- | the lowest bidders, at $9,034. 
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treated plate held a good second placein the contest. Only 
two out of the 20 shots fired entered the plate to a depth 
of two inches, the other shots resulting in but shallow 
indentations, A slight crack was visible in this plate 
at the finish. The nickel-steel Harvey-treated plate 
showed first-class shot-resisting ability. Not one of the 
20-shets fired at it succeeded in making an indentation 
of more thana quarter of aninch depth. A slight crack» 
however, showed itself in this plate too at the end of 
trial, demonstrating in both cases the possible existence 
of surface strains arising from the tempering and hard- 
ening. An examination of the back of the plate showed 
it to be in its original condition without crack, bump or 
blemish. This test as wellas that of last September 
shows an undoubted advantage in the nickel-steel over 
all-steel, and a quite marked advantage over the Cam- 
mell compound plates. 

A first and quite important conclusion developed by 
this test is the possible reduction in thickaess of armor 
plating to the extent of 15 to 20 per cent., and a consequent 
reduction in the weight of armor carried. A second and 
equally important conclusion is the admitted accom- 
plishment of all the advantages derived from compound 
armor with the additional advantage that the surface is 
not at all so liable to be broken away, crushed or dis- 
placed in sections. In the one case with the compound 
armor a veneer of hard metal welded toasoft and milder 
backing only can be claimed, while in the other, the 
Harvey armor, an inherent blending of the extra hard 
shot-breaking surface of the plate with a softer and more 
tenacious backing is assured. 

At the test of last February, a Harvey plate of 10.5 in. 

hickness and the usual test plate size of 8 by 6 feet sur- 
face was struck by six shots froma 6-in. rifle. Itshowed 
some quite serious cracks at the finish, but it had shat- 
tered three of the projectiles, two of which had pene- 
trated only 5in., and one had just passed through the 
plate. The muzzle of the gun was set 28 ft. from the 
— and the initial velocity of the projectile was some 

2,000 ft. per second. 

The usual percentage of nickel in the plates is about 5 
percent. The main test now will in all probability be 
the extent and depth to which the tempering and hard- 
ening of the Harvey process shall be carried to make the 
plates the most efficient in service. 


Pressed Steel Brakebeam and Shoehead. 


The accompanying engraving shows a new steel brake- 
beam which the Schoen Manufacturing Co., of Pitts- 
burgh, has recently added to the list of articlesof prossed 
steel that the company is makiag for car construction. 

The compression member of the truss is formed in dies 
to the shape shown in section in fig. 1. The tension 
member is formed to fit into the cavity on the under side 
of the compression member ai the ends, and then it is 
lapped over the compression members. The construction 
of the end is shown in section in fig. 2. The strut is 
forged and can be replaced, if necessary, by any ordi- 
nary blacksmith, without disturbing any other part of 
the beam. The shoehead is of pressed steel, two designs 
being shown, one for the Collins, the other for the Christie 
shoe. These heads are a great improvement both as to 
strength and lightness. A boss pressed up on the head 
fits into the cavity of the tension member of the beam; 
through this passes the bolt which holds the head to the 
beam. 

These brakebeams can be made of a moderately high 
carbon steel (there being no welding), and a tensile 
strength of 80,000 Ibs. per square inch can be obtained, as 
against about 50,000 lbs. per square inch when iron is 
used. The difference in quality of material, together 
with the form of the sections from which the beams are 
constructed, makes it possible to produce a very strong 
beam of light weight. Itis held that, in addition to 
strength and stiffness, a good brakebeam must have 
elastic resilience in a large degree in order that it may 
be able to absorb sudden shocks or biows without injury. 
This quality is present in this brakebeam in a high 
degeee. The form of the truss, together with the quality 
of the material (spring steel), renders this design of 
brakebeam exceedingly stiff, and also enables it to 
absorb sudden shocks or jars to a greater degree than is 
possible with an iron beam. A great deal of experiment- 
ing has been gone through with in order that the very 
best results might be obtained, and the physical tests 
have indicated that the design is very efficient. 

The company has added the necessary machinery to 
its plant to enable & to manufacture 600 complete brake- 


| beams per day, and with these facilities they can be pro. 


Hetchkiss gun with its muzzle at a distance of 35 ft. | 
The velocity of the shots | 


duced at a low cost. 








TECHNICAL. 


Manufacturing and Business. 





| The new buildings for the Baltimore Electric Refining 
| Co, at Baltimore, Md., will be made of iron, designed and 


e | 
showed the expected weaknesses at once, being well | 


built by the Berlin Iron Bridge Co., of East Berlin, Cor. n. 
The rolling-mill will be 56 ft. in width by 180 ft. in length: 
the refinery building will be 130 ft. in width by 80 ft. 
nee and the boiler-house will be 49 ft. in width by 50 ft. 
ong The buildings will be entirely of iron, no wood- 
k being used about the construction in any way. 

"The contract for the iron and steel work needed fo 
the extension of the terminals of the East River Bridg 
in New York city and Brooklyn was awarded to the 


| Phoenix Iron Company at its bid, $107,489. The contract 


for the woodwork was awarded to John S. Orr & Co., 
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New Car Shops. 

Work on the new Canadian Pacific car shops, to re- 
place those recently destroyed by fire, at Montreal, has 
commenced, and they will be completed within five 
weeks. They will occupy the site of the old ones, and 
will be well built upon the same plan throughout, an 
will be fitted up with new machinery and appliances. | 

The Buffalo shops of the Wagner Palace Car Co. are 
badly cramped for room, but this will be relieved when 
the new erecting-shops are completed. The centre shop 
is nearly ready, and will give a space 468 ft. x 104 ft., in 
which work may be carried on. he new erecting-shop | 
is to be built so that light may be obtained from both | 
sides and from the roof also. 


The Norfolk & Western has awarded the contract for 
the building of the railroad shops and round-house at 
Shenandoah, Va., on the Shenandoah Valley road, to 
John P. Pettyjobn, of Lynchburg. The cost of the build- | 
ings will be $50,000. | 


The Prince Edward Island Tunnel, | 
One of the Government Ministers stated in the Do- 
minion Parliament last week that the Government had | 
received from Sir Douglas Fox estimates of the cost of | 
building the proposed tunnel across the Straits of North- 
umberland, from Prince Edward Island to the mainland. 
The estimated cost of the tunnel from shaft to shaft, in- 
cluding the land tunnels and other contingencies, was: | 
For a tunnel 11 ft. in diameter, £1,075,200; for a tunnel 14 | 
ft. in diameter, £1,971,800, and for one 18 ft. in diameter, 
£1,999,000. 

Flange Rails in India. 

Up to the present time double-headed rails hold their , 
own on the broad-gauge lines of India. The latest ad- 
dition, however, to the broad-gauge system of that coun- 
try, the Bengal-Nagpur Railway, is laid_ with flange 
rails, and other roads using the double-headed rail have | 
laid short sections with flange rails in order to use steel | 
sleepers. The Indian Engineer says that now that 
metal ties have became so important an element on the 
Indian railroads, it is probable that other companies wil 
adopt the flange rail. ° 


Lake Shipbuilding. 


In view of the low opening freight rates not many boats | 
for private account are being laid down on the lakes, but | 
Cleveland yards have secured the construction of three | 
light-house tenders for the Atlantic coast, which will 
keep the yards at that city busy for the season. In ad- 
dition to these three vessels, four others are building or 
launched for the Atlantic, viz., two whale-shaped barges 
building at West Superior, Wis., a twin-screw steamer | 
for the Nicaragua Canal Co., and the ‘“‘Keweenaw,” built ; 
by Wheeler & Co., West Bay City, Mich. All cf these ex- 
cept the “‘Keweenaw” will go through the Welland Canal | 
entire. The *‘ Mackinaw,” asister ship to the ‘*‘ Kewee- | 
naw,” was launched entire last season, and cut in two at | 
Bufffalo, so that it could pass through the Welland Canal, | 
and then reunited at Montreal. The ‘‘Keweenaw” was | 
launched on the 2d inst. in two sections, and will be | 
towed across Lake Erie in detached parts, as well as | 
across Lake Ontario, at an estimated saving of $5,000. 
The vessel, like most lake-built vessels, was built (and | 
launched) side on, and was held together,;where it was 
to be separated, by bolts instead of rivets. Before | 
launching, the two parts of the vessel were drawn apart. | 

Another launch was the twin-screw, a ee 
steel passenger steamer, ‘‘ Virginia,” for the Avoodrich | 
Transportation Company, built by the Globe Iron-works, | 
She is to run between Chicago and Milwaukee, 80 miles, | 
in five hours, stopping at Racine. She has eight bulk- | 
heads in all, so that if she were cut in twoin the middle | 
both ends would float. The dimensions are 278 ft. | 
over all, 38 ft. beam, and 25 ft. deep. And the Cleve- | 
land Marine Review says: “She is the finest ship that | 
flies the American flag.” A speed of 22 miles per hour | 
is expected of her. 

The Detroit Dry Dock Company launched a large ore | 
carrier on the 2d., 33 ft. over all, 42 ft. beam and 24 ft. 
hold, with triple-expansion engines. She is expected to | 
carry 2,700 gross tons of ore, and has a bulkhead running 
fore, and aft through her water bottom, so that she can be | 
listed to facilitate the movement of cranes or other ma- | 
chinery used in handling cargo. Messrs Hoar, Hale, Dolph | 
and Gray, members of fa Senatorial Committee on Can- | 
adian Relations, were present at the launch. About 20,000 | 
tons of large vessels have been launched on the Lakes | 
during the two weeks ending with May 2d. | 


} 


The Vesuvius and its Dynamite Guns, 
An efficiency trial of the Vesuvius is to take place at an | 
early date in the lower Chesapeake Bay. ‘The range, | 
efficiency and accuracy of the fire of the guns are to be | 
carefully noved, and the general operative efficiency of | 
the vessel as a whole is to be tested, including speed and } 
maneuvering. Dynamite is not to be used in the com- 
ing test, as the naval authorities do not favor its use as 


an explosive; its well-kncwn dangerous character, even | 





PRESSED STEEL BRAKE BEAM AND SHOE HEAD. 




















Christie Head. 


by the SCHOEN MANUFACTURING Company, Pittsburgh, Pua. 


in its storage and handling, being the reason for a most 


emphatic opposition. Gun-cotton is to be substituted as 


a lighter and less dangerous explosive. Should it be 
found that gun-cotton cannot used with similar 
effects to those of dynamite, the Vesuvius is to lose 
rank as a high-explosive cruiser and take her place as a 
torpedo cruiser, to which she will be altered. So far, 
the Vesuvius has never had a first-class trial, even with 
gun-cotton, so that the results of the trial are looked for 
with nolittle curiosity. The mest doubtful feature in 
the whole construction is the fixed position of the three 
guns as a part of the vessel. The direction of fire can 
only be changed by moving the vessel, and the range 
can only be varied by increasing or decreasing the force 
or pressure of the air used. The gun is the vessel and 
the vessel is the gun. The results of any one or more 
discharges will as a consequence be always doubtful 
until accomplished. 


A Subaqueous Tunne! in France, 


The Western Railroad of France will, it is said, build a 


tunnel under the Seine, near Quillebceuf. The total 
length of the tunnel is 14,760 ft.; 6,560 ft. of this is 
through solid ground, and the tunnel will be driven by 
the usual methods. The 8,200 ft. which passes under the 
bed of the river will be in a soft alluvial deposit, and will 
be built with cast-iron lining, circular in section. The 
tunnel will be single track. 


The Windsor-Detroit Tunnel, 


‘The men at work on the Detroit River tunnel for the 


Michigan Central were discharged after 300 yards of 
earth had been plowed up. The work begun on the 
proposed tunnel the other day was only to hold the 
company’s charter, which would have expired on May 4 
hada begining not been made. The company is now ask- 
ing for an extension of time to complete the tunnel. 


The Sault Ste. Marie Canal Lock. 

An Ottawa dispatch reports that the Dominion Gov- 
ernment has decided to build the lock on the Sault Ste. 
Marie Canal 100 ft. wide, instead of 85 ft., as originally 
intended, the increased width being deemed essential 
owing to the — development of traffic between On- 
tario and Lake Superior ports. The lock will be 600 ft. 
long, having guard-gates at both ends facing in opposite 
directions, entrances being 60 ft. wide. 








THE SCRAP HEAP. 


Notes. 

The annual convention of the Order of Railway Con- 
ductors, in session at St. Louis, has elected J. P. Daniels 
Grand Secretary. 

Oswego papers say that 130 men have been discharged 
from the shops of the Rome, Watertown & Ogdensburg 
since the road was leased to the New York Central. 


The Florida House of Representatives has passed a 
bill repealing the Railroad Commission law of 1887. This 
law provides for three commissioners and involves an 
annual expense of $15,000. 


The estimate of the damage from the forest fires in the 
Northwest aggregatés from $3,000,000 to $5,00C,000. Per- 
sons competent to judge say that no such serious dam- 
age has been done for 30 years. 

The New York Central requires conductors to send in 
an accurate account of the total mileage traveled by the 
passengers on each train. The work has heretofore been 
done by clerks at headquarters. 


The Minnesota Legislature has been investigating a 
‘wheat steal” at Duluth, testimony being presented to 
the effect that there was collusion between railroad ele- 
vator and state officials, which permitted at least 200,000 
bushels of high-grade wheat to be spirited away. Wheat 
was loaded at night and billed as screenings. 

A dispatch from Ilium, a small mining camp on the 
Rio Grande Southern road, says that during the last 
week 400 sacks of mail, weighing 45,000 lbs., have ar- 
rived there. The sacks contained newspapers mailed 
at New York, put up in two-cent wrappers and all ad- 
dressed to one man. The dispatch adds that; this is the 
period when railroads weigh mail matter; on which their 
pay from the government 1s based. 


No Postponement on Account of [Warm] Weather. 
A Canadian correspondent writes that a number of cap- 


italistsand engineers have just returned from the Lake 
St. John region (Quebec), where they have been making 
an exhaustive test of a snow-plow. This place (the 
Quebec & Lake St. John Railroad) was selected because 
it is ‘the only road in America where snow is found at 
this season of the year.” The roadmaster and a force of 
men piled up high mounds of snow on the track and 
packed it down as hard as it is found after the severest 
snowstorms in this region. The plow was attached to 
an engine, and made its way through the mass of snow 


at the rate of twenty miles an hour, throwing the snow 
forty feet from the track. There is no telling how much 
farther the snow might have been thrown if the plow 
had — — hampered by the engine to which it was 
* attached.” 


The Day of Smat! Things in England. 


In a recent lecture before the Cleveland (England) In- 
stitute of Engineers Mr. W. Cudworth, of Darlington, 
speaking of the signaling in vogue on the central divi- 
sion of the Northeastern Railway, said that not long ago 
he found an old report, dated Aug. 19, 1851, in the hand- 
writing of his father, then one of the engineers of the 
Stockton & Darlington, in which it is stated that as 
the company were about to erect three or four new 
signals, it would be well to consider whether to perpetuate 
the present kind or ‘to make them on an improved plan, 
to which all the signals on the line might be gradually 
assimilated.” It went on to the statement that 
the general adoption of the semaphore, then a new 
thing, and the subject of a patent would involve “the 
reconstruction of upwards of 20 signals, at a cost prob- 
ably little short of £200.” At present there are 212 levers 
in the three signal cabins at Darlington station alone, 
and the cost of signals, cabins, interlocking and connec- 
tions would probably be not far short of £7,000. The 
interlocking in use on the central division of the North- 
eastern is knownas Heron’s mitre lock. It is simple, 
accessible, durable, and inexpensive, easily altered (by 
properly qualified men), and its lock is very close, a 
movement of one of the levers of 44 inch being sufficient 
to lock all the others connected therewith. 


Bridge Failure at Norwood, England. 
The oe magne of May 8 prints a view of the bridge 
which broke under a passenger train at Norwood Junc- 





| tion on the London, Brighton & South Coast, May 1, as 
,reported in the Railroad Gazette May 15. vo | the 
j hind car fell through and only one person was badly 
/ hurt. The bridge was made of 18-ft. cast-iron zirders, and 
| the report that it had been adjudged “inadequate for 
the traffic” had reference only to the street underneath, 
which, in accordance with an agreement between the 
railroad and the town, was to be widened. After stat- 
ing that the train was running at from 40 to 50 miles an 
hour, that the engineman felt his leading wheels jump 
the track as he crossed the bridge, and that the West- 
inghouse brake, which was instantaneously applied on 
every vehicle in the train, mitigated the damage and in- 
jury toa remarkable degree, The Engineer goesjon to 
say: ‘The rails across the Portland road are carried 
upon crossbeams resting upon a pair of cast-iron girders 
for each line of rails. These girders are of a pattern 
targely used for the small bridges on the line. hey are 
about 2 ft. 4 in. in depth, and have a bottom flange 
about 16in. in width, the web being out of the centre 
of this to give a wide seat for the crossbeams. Of the 
pair of these girders carrying the line used by the ex- 
press, the near girder broke not far from the middle, 
and a blowhole showed itself partly in the web and 
partly in the flange. There were evidences also at the 
place of fracture of some misplaced pieces of nailrod, 
such as are used by molders for supporting an over- 
hanging lift in a molé, or a piece such as that between 
two near gussets. It is remarkable that this flaw did 
not cause the failure of the girders long ago. That the 
irders are ample fcr their work, their long existence and 
ailure of only one out of twoin this case proves, It is not 
true that one of these girders broke some years ago. No 
better material can be used than cast iron for small 
bridges where there is room, but it is not now used 
where it must carry heavy and suddenly applied loads 
which are supported by resistance to transverse stress,’* 


Railroad Hospital Service. 


Dr. W. B. Outten, of the Missouri Pacific, in an ad- 
dress at the annual meeting of the Railroad Surgeons’ 
Association, at Buffalo May 1, stated that there are now 
39 roads on which a surgical system is organized, cover- 
ing 76,000 miles. There are in the country 25 railroad 
hospitals, treating 136,000 sick and injured employés 
yearly. One of the noticeable advantages of the systems 
is found in the facility they afford for removing sick 
employés from malarial oe of the country to more 
salubrious locations. The assessments upon employés 
for the support of the hospitals are usually from 25 to 50 
cents a month, and it is asserted that the men highly 
appreciate the benefits my receive, not deeming it 
worth while to bother with the question of the technical 
right of a railroad to thus assess its employés. The 
speaker believed that railroad employés very gener- 
ally pay out more money in donations to sick 
or unfortunate fellow-workmen than it costs them to 
contribute their share toward the support of a bospital 
system. Several hospital systems have now been es- 
tablished a number of years, and as compulsory assess- 
ments naturally stimulate whatever prejudice exists, 
the speaker concluded that the benefits unmistakably 
outweigh all ohjections,§ 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, erganizations and changes of companies 
in their gement, particulars as to the business of 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
railreads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 











Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin 
ions, and those only, and in our news columns present 
only such matter as we consider interesting, and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless toask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronade. 





We give in this issue Mr. Johnstone’s very interesting 
account of the tests made to determine the relative 
economy of a compound locomotive on the line of the 
Mexican Central. The evident care taken to secure 
accurate results gives these tests much value, and the 
economy shown is no more than one may reasonably 
expect. The tests were in regular service, 12 trips for 
each engine, all conditions carefully equalized and a 
decided advantage on the side of the simple engine in 
heating surface and boiler capacity. The economy of 
fuel was about 25 per cent. Tbis means more on a 
Mexican road than it does here. The expenditure for 
locomotive fuel on the Mexican Central in 1830 was 
$864,276 (Mexican currency). A saving of one- 


fourth of this, $216,069, would have _ increased 
net earnings nearly 10 per cent. The locomo- 
tive fuel account on that road is the largest 


single item of operating expense, being 22 per cent. 
On the Atchison, Topeka & Santa Fe the locomotive 
fuel is 11 per cent. of the operating expenses; on the 
Louisville & Nashville it is 8 per cent., and on the Lake 
Shore and the Erie it is 6 per cent. It will be seen 
from these examples that fuel economy is relatively 
far more important in Mexico than it is in the United 
States. And in view of the excellent results obtained 
with its first compound it is not surprising that the 
Mexican Central should contemplate changing about 
one-third of its locomotives to compounds at once, 
which we are told is the fact. We shall consider these 
tests further in a later issue, when we shall publish 
drawings of the 10-wheelers now building. compounded 
on the 4-cylinder system shown rather inadequately in 
this issue, 








In another column we give an account from The 
Engineer of the bridge failure at Norwood Junction, in 
England, of which mention was made in the Railroad 
Gazette of last week. This occurrence repeats the les- 
son which engineers in the United States learned long 
ago, that cast iron is deceptive and uncertain, and 
should not be used in large masses or for important 
members in bridges; and such use oi the material has 
been abandoned here, although our castings have a con- 
siderable superiority in strength over those made in 
England, due chiefly to the better character of our 
ores, which afford a stronger metal than do those of 
Great Britain. It is not at all probable that there is any 
confidence in cast iron as a bridge material now left 
among engineers in that country, or that any of them 
would now use it for the girders of the bridges 
on the London, Brighton & South Coast road; but be- 
ing there, the distrust of them has not been so acute as 
to cause the management to incur the cost of their re- 
moval, and the substitution of suitable beams of 
wrought iron or steel. The General Manager of the 
road says the disaster ‘‘ arose in consequence of a latent 
flaw (which could not have been discovered).” Pro- 
fessional men will feel no surprise at this sudden reve- 





lation, but will surmise that there are probably many 
more such flaws lying in wait in the numerous simi- 
lar girders upon that line, to be discovered with per- 
haps more serious results than accompanied this display 
of invisible defects. 

Yet although the rupture of a cast-iron girder is not 
so new as torequire much comment, the failure of 
The Engineer in its duty toward the profession and 
toward the public in its notice of the occurrence is 
conspicuous, and at this distance appears shameful. 
It is the duty of the technical press, on such occasions, 
to state the exact truth and to instruct the public, not 
to deliberately mislead it, as The Engineer has done in 
this instance. The statements of that journal *‘ that 
the girders are ample for their work,” ‘‘ no better ma- 
terial can be used than cast iron for small bridges,” 
are intended tc misinform and are probably meant for 
the use of the uninstructed portion of the press, which 
would be ready to quote false statements like these 
from a scientific journal, in excuse of the neglect of 
the railroad officers. This breakdown of a reputable 
journal seems to us a much more serious indication of 
unsoundness than the failure of a bridge. 








The Erie signaling at Jersey City, illustrated in this 
issue, is noteworthy as being ‘‘more English” than 
most plants of the kind in this country, particularly 
in the entire absence of the Morse telegraph. The men 
at the different points in the yard being able to send 
all their ordinary communications by bell-code or semi- 
automatic apparatus, and having telephones at hand 
for emergencies, the familiar click of the sounder is 
not heard, and the slavery to specially trained Morse 
operators (or to patience-destroying ‘‘plugs”) is for 
once done away with. The three block sections to be 
established between the towers will also get along 
without Morse operators. Although the Sykes locks wil] 
not be used, the signaling from one station to another 
will be done by a bell code, which is quickly learned 
by any one. This is the first instance that we have 
noticed, on so large a scale, where the Morse system is 
dispensed with. In one view of the matter there is a 
loss in adopting a system under which telegraph opera- 
tors can be dispensed with, as the necessity of getting 
a person who has had some training has heretofore 
tended to keep the standard of general intelligence 
higher than it otherwise would have been; but 
such a small amount of training is now accepted 
as satisfactory that operators as a class are not 
astonishingly high above other railroad employés; and 
there is nothing to hinder a manager from maintaining 
as high a standard as he pleases in hiring non-tele- 
graphers. The Erie’s book of instructions to enginemen 
concerning the interlocking signals is, in many re- 
spects, clearer and simpler than most circulars of the 
kind, and has features worthy of imitation; though we 
regret to see that the company has, if we may judge 
by the diagram, sacrificed correct signaling principles 
a little for the purpose, apparently, of saving the ex- 
pense of an additional signal bridge. In placing a 
danger signal beyond the point at which the train must 
stop, the Erie will not be without respectable com- 
pany, but such practice is, nevertheless, subversive of 
good discipline. 








The most obstreperous and unreasonable union of 
railroad employés is the Switchmen’s Mutual Aid As- 
sociation, and the most obstreperous and unreasonable 
body of employés are the Chicago switchmen. They 
have terrorized the railro:d companies until they get 
probably the higest wages that are paid in the world, 
when all the elements that go to determine a reasona- 
ble rate of wages are considered. But, what is worse, 
they are able to overthrow discipline and imperil busi- 
ness pretty much at their pleasure. This situation has 
come about because it has been extremely difficult for 
the railroads to fight the switchmen at Chicago. The 
public incovenience of stopping yard work there is 
immense, and the railroads have shrunk from it, es- 
pecially as they could not agree to back each other in 
a fight. Of course such a state of things can have but 
oneend. The exactions of the men will increase until 
the roads are obliged to fight to the death and the men 
are beaten. The interests of the great mass of the pub- 
lic, when carried out to the end, must require that the 
discipline and management of the railroads shall rest 
in the hands of the responsible officers; so, in the long 
run, the men must be beaten unless they too recog- 
nize the rights and interests of the general public. This 
lesson all trade-unions and farmers’ alliances and 
trusts of all sorts must learn sooner or later. If they 
do not learn it and act on it they cannot live long. 
Unfortunately they have to learn the lesson, as the 
rest of humanity learns most lessons, by hard knocks 
and more or less suffering—by experience, in a word. 
Tn the case of the railroad men’s unions the first cost 





of furnishing this experience falls heavily on stock- 
holders, and a little less directly on the public served; 
and it takes a good deal of courage for the officers of 
any ore road to fight for a general principle when 
they are not sure of the support either of their stock- 
holders or of the public, and when they are quite sure 
that their competitors will improve the chance to tak 

away traffic. To temporize is inglorious, and in the 
end costly, but it is safe for the time, and so they 
temporize, and the men are misled by easy victory. 
In the case of the Chicago switchmen one railroad 
company seems to have mustered up courage to take 
possession again of its own yards, and run them on 
business principles. This is a cause for congratula- 
tion, and it is to be hoped that the Northwestern’s 
spirit will be infectious. The officers of the Switch- 
men’s Association are reported as still feeling very 
warlike, but the latest reports indicate that the traffic 
of the road is running smoothly, having suffered no 
great interruption. 








A rear collision that happened on May 13 three miles 
west of Bound Brook, N. J., is worthy of special note 
by reason of the fact that it was on a road which runs 
perhaps the fastest trains in America (if indeed they 
are not in some respects the fastest in the world), while 
yet it does not adopt one of the most important time- 
tested safeguards—the block system. The train leav- 
ing Jersey City at 4:12 p. m. (which is scheduled to run 
89 miles in 1(7 minutes, including several stops, and to 
make the 27 miles between Bound Brook and Trenton 
Junction in 28 minutes) ran into a freight train ahead 
of it, which was not set off quite soon enough. A 
brakeman went back from the freight, but says 
the passenger runner disregarded his signal. We 
have not the exact particulars, and therefore can- 
not say how much the brakeman himself or his 
conductor may have been to blame; but that point is 
not material to what we wish to say here. The pas- 
senger engineman is the only person reported seriously 
injured, and there may be those who will say that dis- 
cussion of fine points of discipline should be deferred 
to a more opportune time—until a really serious 
collison occurs, Past experience partly justifies this 
view, for it has shown that, generally speaking, a 
disaster of a decidedly unusual, if not a horrible, char- 
acter must occur before a thoroughly active interest 
can be aroused in remedial measures. But however 
this may be, a lesson of the present case is that 
conductors will miscalculate, brakemen will be slow 
and enginemen will relax vigilance where trains 
run 7 miles an hour, as_ well as _ where 
speeds are more moderate. Very likely the men 
on this line are as intelligent and alert as the average 
on our best roads; and New Jersey railroads 
enjoy in large measure the benefit of that great 
‘* safety device” that has so favored the Western roads, 
a country favorable to level tangents; but still men 
will forget. The point that the public should insist on 
is that the various stock arguments against spending 
money for a block system do not apply in this case. 
To say that past experience with the flagging 
system justifies its continuance as a protection against 
rear collisions is fallacious, because past experience 
has been with trains running at much lower average 
speed. To argue that income is small or that expend- 
itures are more urgently demanded in other directions 
is absurdly unreasonable where a road runs trains at the 
highest speed, furnishes the best cars and runs 15 or 20 
passenger trains each way daily. The public does not 
really demand ten trains a day unless they are the 
safest possible trains. Ina new country people may 
be glad to ride on shaky trestles and to assume 
various other risks rather than go on horseback; but 
where they already have fair railroad facilities they 
desire improvement in quality rather than in quantity. 
The highest quality of passenger transportation im- 
plies the highest degree of safety, and an element of 
this is the arrangement of a series of fixed points where 
the engineman may look for his danger signals, in- 
stead of being compelled to strain his eyes during 
every foot of his journey; this means the hlock system. 
And a sufficient warrant for demanding it in this case 
is found in the combination of three conditions, viz.: 
(1) high speed, (2) heavy cars and engines, and (3) nu- 
merous trains. 








The English accident reports for the last quarter of 
1890 being somewhat voluminous, only a porticn of 
our summary was printed last week, and a further iv- 
stallment will be fuund in this issue. The most notice- 
abledeficiencies observed by an American studying the 
English government reports for instruction are those 
resultiug from the necessity, under which the inspectors 
labor, of taking into account the limitations imposed 
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by universal English practice. For instance, a freight 
collision occurs which might readily have been pre- 
vented by setting a few brakes on the cars, but as 
practically all the cars have no brakes worth mention- 
ing, and as their loadsare such that it would not be easy 
for the trainmen toset the brakes, if there were any, 
the inspector says nothing about the great desirability 
of having a good brake on every vehicle. Another 
point which has apparently been settled by practice, 
and which is of more immediate consequence to 
American readers, is that concerning the methods of 
protecting the rear of a train which is already under 
block signals. ‘Those who have followed this subject 
are aware of the difficulties connected with the flag- 
ging system of protection and of the new difficulties 
sure to be met with when the block system is in- 
troduced along with the flagging system. While the 
English clearing-house code—used, like our standard 
code, by a majority of the roads—requires the flagman 
to protect his train in precisely the same manner when 
running under the block system that he would if 
there were no fixed signals whatever, in practice he 
does not do it; and, moreover, the government in- 
spectors do not criticise his course. As the inspectors 
are constantly demanding the enforcement of 1ules 
concerning some very fine points. we inquired the rea- 
son for the silence of a recent report on this point, and 
the answer is worth notiog. It is simply that the men 
do not and cannot carry out the rule. In other words, 
it is not the custom on any road, and the inspectors be- 
lieve that the traffic could not be carried on if the 
rule were enforced. In the case in question a freight 
train had been standing for half an hour at the home 
signal at the outgoing end of a block section about two 
miles long, when it was run into by an empty engine 
at the rear, and a man was killed. The brakeman 
might have put down torpedoes a half mile back just 
as well as not, as he had 34 minutes in which to do it, 
but he made no attempt whatever to carry out the 
rule, and the inspector passes no censure upon him for 
thus ignoring it. In this case the runner of the col- 
liding engine seems to have been wholly or partially 
asleep, so that a torpedo might have stopped him when 
the visual signa) did not; but still the brakeman is not 
blamed. As American brakemen are required to fol- 
low just such a flagging rule as that in force over there, 
and to continue observing it regardless of the introduc- 
tion of a block system. it may be worth while to in- 
quire what wilt be the effect on discipline. The imprac- 
ticability of this rule is just as evident on American 
roads as anywhere, but the standard code says: ‘Ifa 
rule cannot be enforced it ought not to exist.” This pre- 
cept is probably not found in the English code, and we 
are not responsible for their inconsistencies, any way; 
but it is binding on those who use the standard code, 
and ought to be heeded by every one, whether his code 
be standard or unstandard. 








Doubtless the aim of many managers in perpetuat- 
ing a rule which they know cannot be consistently en- 
forced is to have it available when it can be enforced. 
But this at once violates the precept above quoted. If 
it is desired to have a brakeman go back with tor- 
pedoes when he has a half-hour to do it in, but to omit 
this precaution wher it is unnecessary and he has not 
time to do it without delaying his own or another train, 
the only rational plan is to allow him or the conductor 
some discretion inthe matter. There is no question 
but that flagging’sometimes does more harm than good. 
The stopping of a following train to pick up a flagman 
often may introduce an additional element of danger, 
and it is many times done at points where a strict con- 
struction of the rules would require the flagman of that 
train to go back to flag the third train, so that the de- 
laying of other trains is by no means an imaginary 
evil; and where tke brakemen of a passenger train are 
made to do everything they can to assist in making 
time and for the convenience of passengers, the fre- 
quent depletion of the crew for flagging purposes 
materially impairs discipline. The flagging rules have, 
after much labor, been brought down to a fair degree 
of simplicity, and it is true that plain and simple 
regulations permit the employment of less skillful men 
than would otherwise be possible, other things being 
equal; but it will not be safe in this case to assume that 
simplicity of rules coverseverything, especially so long 
as there is any possibility that it has been attained by 
a sacrifice of consistency. The fact is that both plain 
rules and intelligent men are needed. To protect 
trains from rear collision without a block system either 
the trainmen must be allowed considerable discre- 
tion about flagging or else trains must be often de- 
layed. No one wishes to adopt the latter alternative, 
and so the former is the common resort; but why not 
plainly set this forth in the rules? What superintend- 
ent has not been practically cornered by conductors or 





brakemen when investigating this subject in connec- 
tion with collisions? By asserting his authority the 
superior can get the better of the argument in a case 
like this, but this is an unsatisfactory way of meeting 
the issue, especially when there is clearly a better way. 
The superintendent is unable to properly administer 
discipline strictly by the rules, simply because the 
rules are too rigid to meet all the varying conditions 
that the trainman meets; but if discretion is to be vir- 
tually permitted, the rules should be changed to con- 
form to the actual standard, even at the expense of an 
extra page or two. While it is possible to set forth a 
certain interpretation of the rules every time a ques- 
tion comes up, and to compel all the men who are con- 
versant with that case to adopt such interpretation, 
there are still the great majority of the men not inter- 
ested in that particular inquiry who must be consid- 
ered ; and what better way to get the matter before 
them than to publish, for their benefit, the results of in- 
quiries about accidents and other irregularities ? This 
has been done to a limited extent, and if consistently 
followed would lead to clearer rules after a while ; and 
the clearer the rules the more completely can dis- 
obedience be repressed. 








The Authority of the Interstate Commerce 
Commission. 





In looking over the docket of the English Railway 
and Canal Commission, one cannot fail to be struck 
with the small number of cases which have come up 
for decision. There were 28 in all, while in the cor- 
responding report of the Interstate Commerce Com- 
mission there were 149. To some extent this is due to 
different conditions in the two countries. The Eng- 
lish law is more settled; there are fewer questions of 
interpretation which need to be taken up from the 
beginning. But the very fact that such questions 
have to be faced in this country should make the In- 
terstate Commerce Commission cautious about ex- 
tending the sphere of its jurisdiction any further than 
it is compelled to. It does not seem as though the 
Commission had always shown this caution. 

Take the decision in the case of John P. Squire & 
Co. vs. Michigan Central et al.* ‘“‘ The provision of the 
third section of the Act to Regulate Commerce pro- 
hibiting carriers from making or giving any undue or 
unreasonable preference . - not only applies to 
relative rates on one description of traffic shipped to 
or from competing localities, but also to relative rates 
on differently described articles which are competi- 
tive in the same market.” In one sense, we have no 
fault to find with this principle. It represents a stand- 
ard to which railroad tariffs ought to conform just as 
far as possible. What we feel doubtful about is the 
wisdom on the part of the Commission in defining the 
law in such a way as to scatter its fire, instead of con- 
centrating its attention upon those evils which are 
clearly within the application of the law, and large 
enough to keep its hands full. 

The cne evil which makes more trouble than all the 
rest put together is personal discrimination. Business 
will adjust itself to anything else ; it will not adjust it- 
self to that, except by the process of driving the better 
class of men to the wall. It isa hard task to check 
personal discrimination—without the aid of pools, a 
very hard one; but, asthe experience of England 
shows, not an impossible one. The act of 1854 pro 
hibited giving preferences. The courts took the act 
as they found it. They did not attempt to define 
the prohibition broadly or to give questionable mean- 
ings to the word. They simply took it in its narrower 
sense, and enforced it. By not. trying to do everything 
they succeeded in doing something. 

With us the case has been just the reverse. Dur- 
ing the first few months after the passage of the Inter- 
state Commerce Act, there were, it is true, fewer 
personal discriminaticns than before or since. But as 
the Commission widened the application of the act, 
and extended it to more doubtful cases, the obedience 
in the most important feature became less and less 
strict. The powers of the Commission are so limited 
and their requirements so large, that evasion of the 
law is an almost inevitable result. 

The Commission does not see ‘‘ how the cutting of 
rates by the Grand Trunk and the Baltimore & Ohio 
affects the question” of relative rates for different pro- 
ducts on the Michigan Central. It at any rate affects 
the authority and power of the Commission to say 
what those rates shall be. If the Commission cannot 
defend the Michigan Central, the Michigan Central is 
likely to try to defend itself, and not listen with any 
great respect to the suggestion that such methods of 
defense are unlawful. 

While Mr. Stickney’s picture of the working force 








* Railroad Gazette, April 24, p. 296, 





of the Commission as *‘five members, a secretary and 
a type-writer” is overdrawn, it is also true that the 
force at itscommand is quite inadequate to the work 
it is underiaking. It has a choice between trying todo 
a little, with a fair chance of success, or trying to do 
a great deal, without any such chance. There is con- 
stant danger of its choosing the latter alternative. 








Cost of Operating Street Railroads. 


The Superintendent of the Census, in Bulletin No. 
55, presents the results of an investigation by Mr. C. 
H. Cooley, a statistician of the Interstate Commerce 
Commission, into the cost of operating street railroads 
by horse, cable and electric power. Mr. Cooley frankly 
admits that the data from which his results are ob- 
tained are too limited in amount, and those in regard 
to electric roads either too imperfect or relating to too 
undeveloped a state of that kind of traction to be at 
all conclusive as to the relative advantages of the dif- 
ferent methods of traction. It ds to be noted, how- 
ever, that the favorable showing made by the electric 
roads is likely to be increased when roads of equal 
traffic with the cable and horse roads are developed. 
The Commercial and Financial Chronicle has, by a 
further investigation as to what roads were used as a 
besis for the calculation, shown that the horse roads 
selected were taken somewhat arbitrarily. In New 
York, for instance, only the Dry Dock and the Belt 
roads were taken in, such important all horse roads as 
the Broadway, the Second, Fourth, Sixth and Eighth 
Avenue, and the Twenty-third street roads being left 
out altogether. 

The aggregate passengers per annum of the 30 roads 
selected by Mr. Cooley for comparison, horse, cable 
and electric, which are designated by numbers only, 
is, according to the Chronicle, 300 millions against 383 
millions of street railroad possengers per annum in 
New York State alone. 

What the electric and cable roads are which are 
selected by Mr. Cooley, does not appear at all. They 
all date since 1884, however, with the exception of one 
cable road, which goes back to 1877. All the electric 
roads date since 1887. The collective traffic statistics 
are as follows: 


TABLE A. 
Thirty roads 
operated 
Ten Nine y 
Operating expenses. cable electric animal 
roads. roads. power. 
. (Cents.) (Cents.) (Cents.) 
Oper. exp. per car mile............. 14.12 13 21 18.16 
Oper. exp. per passenger carried... 3.22 3.82 3.57 
TABLE B. 
Roads op- 
erated by 
Trafile. Cable Electric animal 
roads, roads. power. 
No. of passengers carried per car 
chin sind scnbunbansdacebiewesecie 4.38 3.46 4.95 
TABLE C., 
Roads op- 
erated by 
Cost and traffic per mile. Cable Electric animal 
roads. roads. power. 
Total cost of road and equip- 
ment per mile of line (street 
Rs axva 502 skankiedsaneewh $350,324.60 $46,697.59 $71,387.38 
No. of passengers carried per 
WENO POL FORE.....0.0cccccrcccece 1,355,955 222,648 596,563 
TABLE D. 
Roads op- 
erated by 
Cable Electric animal 
roads. roads. power. 
(Cents.) (Cents.) (Cents.) 
Oper. exp. per car mile....... ..... 14.12 13.2 
Interest charge per car mile at 
assumed rate of 6 per cent..... . 6.79 4.35 3.55 
Sum of oper. exp. and interest. 20.91 17.56 21.71 
Oper. exp. per passenger carried . 3.22 3.82 3.67 
Interest charge per passenger at 
assumed rate of 6;er cent....... 1.55 1.26 0.72 
Sum of oper. exp. and interest. 4.77 5.08 4.39 


It is noticeable in the above that the cable roads 
carried more than twice as many passengers per mile 
of road as the horse roads, indicating that cable roads 
of rather exceptional density of traffic were taken as 
compared with the horse roads cited. On the other 
hand, the electric roads used in the comparison do not 
compare favorably in density of traffic with the horse 
roads, and so far as any results are deducible from 
these limited statistics, they certainly make very much 
in favor of the electric roads. It is easy to see 
that if the passengers per car of the electric road 
were equal to those on the horse road, the expense per 
passenger would have been reduced from 3.82 to about 
2.67 cents, or below the cable cost. Furthermore, if 
the increase of passengers thus effected with but little 
increase of stock or plant is taken into account in the 
table in which interest on construction cost enters, the 
cost per passenger mile would have been reduced to 
about 3.55, again much less than either of the other 
methods of traction. The most striking thing in- 
deed in Mr. Cooley’s results is the unfavorable show- 
ing of cost of operating for cable roads when 
interest on the plant is considered, .\t first sight 
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it might seem that this was due to the steep 
grades over which these roads are operated, two 
of them having grades of 70 per cent. and 80 per cent. 
over lengths of 500 and 418 ft. respectively. This 
does not seem to be borne out by an examination of 
the details of operating cost, which show these roads 
as above the average, but not so much so as might 
be expected, except in the latter case, which has the 
highest operating cost per car mile. 

Unfortunately the average gradient worked over is 
not given, nor the amount of curvature—making any 
equation of the comparative conditions impracticable. 
The same is true in all respects of the electric roads, 
which have much lower maximum grades, the highest 
being 12.5 per cent. The maximum operating costs per 
car do not coincide at all with the maximum grades. 
It is easy to see that where grades to be worked over 
are as steep as those on some of the cable and electric 
roads horse traction is impracticable, but where grades 
are moderate it does not appear from these statistics 
where the profit lies in putting in the cable. Thus the 
lowest cost per car given fora cable traction road is 
9.39c. per mile, while the minimum horse traction 
costs 9.21c. and the maximum only 27.02c. On the 
other hand table C shows the average cost of cable 
roads per mile as five times that of animal roads. It 
is diflicult to see a protit in cable traction under these 
circumstances. 

Since the cable roads are not specified, it is impos- 
sible to say how fairly the roads used in the compari- 
son represent average working. Some cable roads are 
reported to have been worked as cheaply as 8 cents 
per car mile, but statistics in regard to this are not 
available, and it is evident that even this figure would 
not change the apparent want of advantage in cable 
roads unless their cost has been enormonsly exagger- 
ated. 


Jay Gould’s Rapid Transit Proposition. 
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is probably unobjectionable, inasmuch as the extension 
of the supplementary track on Third avenue to Chatham 
Square would surely give some relief to the pressure on 
the Bowery line, and it would not seem to inflict any 
further damage on the abutters. With a line on South 
street turning up Oliver or Catharine street to Chatham 
Square, over which all Second avenue trains should be 
run, it would certainly be a valuable improvement. 
The proposal, however, which seems _ pre-eminently 
judicious is that to run a road along the water front of 
the Harlem, from 155th street to Kingsbridge, as an ex- 
tension of the Eighth avenue line. This would give an 
outlet to the Washington Heights region, now tied up 
for want of rapid transit. It should of course be raised 
sufficiently to allow access beneath it to the river. 

If the city grants to Mr. Gould franchises for any of the 
above lines, which are in every sense open to competi- 
tion, it is to be hoped they will be coupled with a re- 
quirement to move out of the Battery Park and make a 
continuous connection around the lower end of the island. 








The Cost of Steel Rails. 


The Jron Age lately published a table showing the 
cost, month by month, of coal, pig iron and steel rails 
for ten years, ending with Dec.,1890. The figures were tak- 
en from the booksof a leading mill which ranks among 
the prosperous concerns of the country. This company 
produced its own coal and made the greater part of the 
pig iron consumed; but some of the pig iron used in 
rail-making is purchased, generaliy at a higher price 
than the cost of making, so that the cost of the pig iron 
shown in the table ‘‘ cannot, of course, be taken as the 
basis of computations affecting the cost of rails.” We 
have calculated the averages by years, from the tables 
of monthly costs at the mill, showing the average cost 
of coal, pigiron and steel rails for each year, and we add 
the ratio between the cost of rails and cof the pig iron, 
and the average yearly prices of steel rails at works in 
Pennsylvania, as returned by Mr. Swank. 

Average cost, | , 


Per ct. of 
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Mr. Gould had apparently been waiting for the Com- 
mission to become somewhat hopeless as to the feasibil. 
ity of rapid transit other than through the streets, to | 
put forward the scheme for extending the present roads | 
which was outlined in these columns last week, and | 


which, if carried out in its entirety, would add nearly 50 : 


per cent. to the Manhattan system in New York. His | 
claims are judiciously large, so that after half of them | 
have been pruned away he would appear to have been | 
very much shorn, but in reality would get all he could 
hope for. In point of fact, if we once concede that ele- 
vated structures in the streets are the only practicable 
means of rapid transit in New York, part of these prop- 
sitions appear really desirable. Considering them in re- 
verse order, viz., beginning with the most undesirable, 
we have first the Boulevard scheme. This;would involve 
occupying the finest thoroughfare in New York with an 
unsightly structure, whose advantages would be chiefly 
in Mr. Gould’s ability to occupy the whole region west and 
north of the Park, to the exclusion of unpleasant rivals. 
The proposed Duane street cut-off from the Sixth to 
the Ninth avenue line would probably excite much op- 
position, and appears to be of little advantage, since it 
does not in the least relieve the Sixth avenue line on the 
most crowded part of its length, from Chambers to Fifty- 

third street. | 

The next in order seems to be the crosstown line from | 
the Brooklyn Bridge via Centre and Canal streets, which | 
would undoubtedly bring in grist to Mr. Gould’s mill. It 
is not clear, however, how it would afford any relief to 
the crowded condition of the Third and Sixth avenue 
lines in the busiest hours, which is after all the nub of 
the whole situation. 

Next we have the proposition to connect the Sixth 
and Ninth avenue lines by a cut-off through Carmine 
and Clarkson streets. This would undoubtedly bea 
great convenience to the New York public in the way 
of aceess to the railroad ferries, and would also be as 
great a convenience to the New Jersey people who visit 
shops and theatres in New York, as the last-mentioned 
line would be to Brooklynites. It would, however, only 
tend to still further crowd the busy section of the Sixth 
avenue road. 

The proposition to put a road into West street to com- 
municate with the Ninth and Sixth avenue roads via 
Fourteenth street isin this form very unnecessary, and 
is to be classed with the Boulevard scheme as a simple 
contrivance of the Manhattan to shut out any rivalry 
for the ferry business. If, however, this route were ex- 
tended up Tenth avenue to Thirtieth street, it would 
offer a fine opportunity for the Vanderbilt interest to 
get an elevated New York line to the Battery, by which 
its suburban traffic could be carried directly down town ; 
a passenger connection established with all the railroad 
ferries, and a freight line, without interference with the 
streets, to all the North River wharves and to its own 
downtown freight stations, increasing their capacity 
by making them double-decked. It would also open a 
connection from the ferries via Spuyten Duyvil to the 
New Haven road for through Eastern business, and 
would serve, to a certain extent, the whole north end of 
the island. 





‘ } 
Ratio Ave 





of rails} “Y&"" | cost to 

Fi m Pig | oon, |. Big grine market 

ear. Coal. | iron tails. iron. price. 
RR ee $1.44 | $26.11 | $43.31 1.66 71 
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884... 1.06 28.99 1.6 m4 
1885 . 1.08 27.24 1.7 96 
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1.12 28.77 1.6 96 
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An inspection of the table will show that while the cost 
of pig has fallen, through the decrease in freight rates and 
improved furnace practice, of which so much has been 


| written since Mr. Gayley read his paper before the lron 
‘and Steel Institute, the ratio between the cost of rails 


and pig iron has been remarkably constant. This war- 
rants the inference that improvements in rail mills have 
proceeded hand in hand with those in blast furnaces. A 
comparison of the price of Bessemer pig iron at Pitts. 
burgh with the price of steel rails in Pennsylvania will 
show about the same ratios as given above, with 
rather larger variations, extremes running from 1.55 to 
1.91. 

These improvements in steel-rail mills have been 
made both by building larger mills, and on the lines laid 
down by A. L. Holley at a meeting of the Iron and Steel 
Institute in 1881: ‘‘The better adaptation of plant lay 
in more mechanical appliances and in more convenient 
appliances; in duplicate machines where there was dan- 
ger of breakdowns; in large and convenient spaces for 
the men to work in; in short, in providing for all the 
operations of steel-making.” 

The relation between the cost and price has not been 
so regular. In 1881 the difference between the mill cost 
and the average price in Pennsylvania was $17.81, but in 
1888 this difference was only $1.11, and a comparison 
of monthly costs with Mr. Swank’s tables of average 
monthly prices will show a good many months in which 
the profits were on the wrong side of the ledger. More- 
over, the tables are probably averaged from the market 
quotations, whereas the average figured from actual 
sales would show a lower price, as the large sales are all 
made at the lowest rates. 








Vice-Chairman Donald of the Central Traftic Associa- 
tion has been sending out a number of sample identifi- 
cation cards, made by the International Identification 
Card Co., of Chicago, to the various lines in the Associa: 
tion, with a view to securing their co-operation toward 
‘the adoption of the device in connection with the 
issuing of mileage books. The card is made up in con- 
venient book form for the vest pocket, and bears a pho- 
tograph of the person to whom issued, together with 
his name, profession or occupation, piace of business 
and residence, and registered number. Substitution of 
a spurious photograph is guarded against by the in- 
dented seal of the company, overlapping one corner. 
The card is of “parchment” paper, with safety tint to 
detect alterations of writing, and in addition tothe pho- 
tograph, it bears the signature of the owner, attested by 





The proposal to put additional tracks into the Bowery 


a Notary Public, or other competent officer, under seal. 
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| Space is also provided for the certificate of the secretary 
| of any lodge or organization of which the person may be 

a member; also space for mention of the company in 
| which insurance is carried, and other information to be 
| used in case of accident. The plan under consideration 
| contemplates the adoption by the associated roads of an 
| agreement to issue all mileage books iron-clad, with 
| signature subject to identification by means of one of 
| these cards. One card could be used over any number of 
roads, though it would, of course, be be+ter to have the 
| ticket (contract) printed on the same sheet. The general 
|ideais viewed with favor by many railroad officers, and 
| humerous bank officers and postmasters have already 
|expressed willingness to pay money to strangers 
identified in this way. If the plan were carried out, 
it would undoubtedly tend strongly todo away with 
the traffic in mileage books now carried on by the 
scalpers. 


The decisions with regard to through routes, of which 
the New York and New England is the last and most 
important case, are 2 good deal like those on cases which 
came up in England after the act of 1854. But there is this 
radical difference, that the English law encouraged ar- 
rangements of almost every kind, and made no attempt 
to prohibit pools; while the American law encourage 
some arrangements andtries to prohibit others. It com- 
|; pels aroad to make arrangements for through traffic 
with a connecting line, whether it wants to or not; but it 
| forbids a road to make arrangements with others to pre- 
| vent rate-cutting by division of traffic. We believe in 
|having through traffic facilities furnished as freely as 
l possible ; but the development of these facilities is simply 
| a part of a large tendency toward unification of manage- 
|ment. It seems like folly to insist on the part, and try 
| to stand in the way of the development of the whole. 





The Central Traffic and Trunk Line roads have voted 
| by a large majority to make no reduction in east-bound 
| grain rates, though shipments by lake are heavy and 
| those from Chicago by rail very light. The reports state 
| that this result is owing’to the fact that the roads east of 
| Buffalo and Erie control the situation; these roads get a 
| good share of the traffic even if it comes by boat through 
| thelakes,and naturally care but little how the grain leayes 
| Chicago. But if the trunk lines have exerted any influence 
| over the votes of their Western connections it is in con- 
{sequence of ownership in them, and the influence is 
|therefore conservative. The Western roads probably 
decided to maintain rates not merely because their East- 
| ern connections or masters desired it, but also because 
| the interior and local traffic, which is sure to go by rail, 
and which is all the time growing in importance, brings 
in greater net earnings at existing rates than could 
probably be got from this and the competitive grain 
combined if rates were reduced. 








The Cleveland Car Service Association has issued a 
new code of rules, the principal alteration being a pre- 
cise statement of the kinds of freight exempted from 
regulations. Cars containing live stock, freight in tran- 
sit destined through over rail or water lines not held for 
orders, or for disposition by consignee, shipments which 
| are to be unloaded in freighthouses, and company ma- 
terial are exempt, but the regular charge applies to cars 
detained at any point within the Association’s territory 
awaiting bills of lading, as well as cars detained for 
want of proper shipping instructions or by reason of 
improper, unsafe or excessive loading. Coal intended 
for lake shipment is the principal commodity excepted, 
and as some of this coal is originally consigned to Cleve- 
land proper there is considerable complication. The New 
York and New Jersey Car Service Association also ex- 
empts coal which is to be shipped by water. Thisis 
manifestly the only possible way at present of adapting 
demurrage rules to the New York terminals, where 
acres of ground are always covered -with loaded coal] 
cars. 








TRADE CATALOGUES. 


Berlin Iron Bridge Co., East Berlin, Conn.—Thiscom- 
pany has issued a new and enlarged catalogue describ- 
ing the iron bridges, iron roofs, iron buildings, turn- 
tables and other structures made by it, together with a 
brief essay on the progress of the art connected with its 
business and a list of parties for whom work has been 
done. This company is especially liberal in its use of 
engravings, and the book before us contains about 100 
large illustrations, showing every variety of work done 
by thecompany. These pictures are beautifully executed. 
and enable one to get a very good idea of the different 
kinds of structures without reading the text, though 
the latter in each case gives clear and concise information 
about the kind of structure illustrated. 








THE SCRAP HEAP. 


Artesian Wells for Irrigation in South Dakota 

The subject of artesian irrigation is the uppermost 
topic in the minds of people in South Dakota, and if 
finally successful, means great prosperity to the rail- 
roads and every other interest share. A few years ago 
the idea of irrigating land by artesian wells there seemed 
impossible, but this winter a law was passed by the leg- 
islature of the state allowing twenty or more property 
owners to apply to the state authorities for an artesian 
wellin any Uetrict. County bonds are issued to dig the 

















' 
f : 


t 











ASAIO TRAPS ten 


May 22, 1991)- 


THE RAILROAD GAZETTE. 





357 








wells and the water is leased atso mucha year. The 
rental does not exceed the amount of interest on the 
bonds. Applications for wells are coming from all parts 
of the artesian district. The state in a measure directs 
the location of the wells, so that the greatest amount of 
good can be got from each well. Southern Dakota will 
this year invest upwards of $200.000in these wells. A 
farm in which a well is located must deed one acre 
about the well to the township, and a right of way 
through the farm so that the water can be delivered to 
other farms.—Exchange. 


In the Life of a Bridge Builder. 


On last Saturday, while Jolly Bros., of Pittsburgh, 
who have the contract for the stonewresk on the piers 
and abutments of the new highway bridge of the Wheel- 
ing Bridge Co. at Wheeling, W. Va., were putting the 
last coping stone on the channel pier, the boom of the 
derrick broke, but not until the stone had been raised 
above the pier. The stone dropped onto the top of the 
pier, the hooks pulled loose and the boom of the derrick 
fell, leaving the chief engineer, Mr. J. K. Jolly, and four 
workman ‘on top of the pedestal nearly a hundred feet 
above the water. The workmen put the stone in posi- 
tion and finished the pier, but it took nearly 24 hours to 
get them down from their high perch. A rope was 
thrown to the top of the pier, and they made it fast and 
climbed down. 








LOCOMOTIVE BUILDING. 





The New York, Chicago & St. Louis is receiving five 
new locomotives from the Brooks Locomotive Works. 

The Schenectady Locomotive Works delivered two 
heavy engines to the Maine Central this week. 

The Cleveland & Canton is reported to be about to 
place an order for seven new locomotives. 

The Rhode [sland Locomotive Works are building six 
10-wheelers for the Mexican Central, compounded on 
the Johnstone principle. This system is explained at 
some length in another column of this issue. The Mexi- 
can Central has one of the Johnstone compounds now in 
service, and will change 52 of its engines to the same 
system as rapidly as possible. The 10-wheelers building 
have cylinders 14 in, and 2914 in. x 24 in.; drivers, 56 in.; 
weight on drivers, 105,000 Ibs,; boiler, 60 in. smallest 
diameter. 





CAR BUILDING. 


The Loyal Hauna Coal Co., of Philadelphia, let the 
contract this week for building 250 coal cars. 

The Gilbert Car Co. and other Eastern car companies 
are bidding on 4U passenger cars for export to Brazil. 

The Philadelphia & Reading has received 3,000 coal cars 
of 25 tons capacity each since Jan. 1 from the Pullman 
Car Works. Probably 1,000 more cars will be added before 
August. 

The Western New York & Pennsylvania has a con- 
tract with Pullman’s Palace Car Co. for a number of 
passenger cars which are to be delivered in about six 
weeks. \ 

The branch of the Lafayette Car Works, at Lafayette, 
Ind., will soon be removed to Lima, O., it is thought, and 
united with the works there under the title of the Ohio 
Car Manufacturing Co., and a department for the manu- 
facture of passenger cars added. 

The Pittsburgh & Lake Erie has placed 1n order with 
the Youngstown Car Mfg. Co. for 500 gondola cars, which 
will keep the works busy for three months. 


The Denver & Rio Grande bas received the first install- 
ment of eight new Pullman palace cars. The new cars 
contain 12 sections, with a smoking-room in one end and 
a parlor for ladies in the other. The interior is finished 
in cherry. 

The Brooklyn-Union Elevated road bas received 20 
new passenger cars from the Detroit shops of Pullman‘s 
Palace Car Co. These cars are for service on the Fifth 
avenue branch. The transverse seats have high backs, 
similar to the new cars of the Manhattan Elevated. The 
cars are very handsome, and equal to any of this style 
built by Pullman. 

At the Buffalo shops of the Wagner Palace Car Co. 
about 1,250 men are being employed. The shops are 
crowded with work. Twenty cars of elaborate design 
are being built for general service in the Wagner lines, 
and four sleepers co be run in the new Chicago and Bos- 
ton New York service over the Lake Shore and New 
York Central roads are nearly completed. On account 
of the lack of shop-room, a number of dining and buffet 
cars for the same service are being built at other shops. 
For the Adirondack & St. Lawrence four passenger and 
two combiuation buffet, smoking and baggage cars are 
being built. Two of the coaches will be finished in natu- 
ral mahogany with gold ornamentation. 

The Atchison, Topeka & Santa Fe has recently put in 
its service two Pullman sleeping-cars built expressly for 
the road. They are to run between Chicago and St. 
Louis. Each car is 69 ft. 10 in. in length and divided into 
tive parts;a drawing-room, eight sections, two double 
and one single private compartments, buffet and the 
usual smoking and toilet rooms. All the compartments 
contain two berths, one upper and one lower. 








> 
BRIDGE BUILDING. 


Allston, Mass.—The special commission appointed 
under the Massachusetts grade-crossing law has recom- 
mended the construction of an overhead bridge at All- 
ston. The cost of the bridge and land damages will 
amount to $55,000. The commonwealth pays 25 per cent., 
the city of Boston 10 per cent., and the Boston & Albany 
road the balance. 


Baltimore, Md.—The new Light street drawbridge 
across the middle branch of the Patapsco River was 
opened last week. The city council appropriated $80,000 
for the bridge in May, 1889, and work was begun in Oc- 
tober. Work was stopped on April 30, 1890, the appro- 
priation of $80,000 having been expended in rebuilding 
the bridge from the Anne Arundel County shore to the 
old drawbridge. In June, 1890, a new appropriation of 
$80,465 was made for building aniron swing-bridge to 
replace the old draw and to complete the bridge proper 
to the Baltimore City side. The piles are ariven 65 
t. to the bed of the river, and cut off 15 ft. 6 in, 
below mean low tide. Upon the piles a grillage of 
12 x 12 Geogia pine, 29 ft. square by 14 ft. high, contain 


ing, with its coffer-dam, over 102,500 ft. of lumber, was 
sunk for the pier of masonry. This pier is of marble, 
with a granite coping, and upon it swings the iron 
bridge, which was built by the King Iron Bridge Co., of 
Cleveland, O., for $20,746. This swing weighs 458,000 
lbs., and is 218 ft. long, giving two channel ways of 84 ft. 
3in. clear opening. The total length of the bridge is 
4,531 ft. It has a driveway 26 ft. wide and a raised foot- 
path 6 ft. wide. 

The Mayor has signed the ordinance providing for the 
building of the North avenue bridge. 


Barboursville, W. Va.—The county commissioners 
of Cabell County have let the contract for a new iron 
bridge over the Four Pole River. 


Birmingham, Ala.—The City Engineer is preparing 
plans for anew bridge which it is proposed to build 
from Eleventh to Fourteenth streets, on Second avenue. 


Buckley, Wash.—The County Commissioners of King 
and Pierce counties, Wash., have decided to erect a 
bridge over the White River at Buckley. The main span 
of the bridge will be about 100 ft. long, with approaches 
< peavey 350 ft. It is estimated the cost wil about 
b ont } . 


Canyon City, Tex.—An iron bridge will probably 
be built by the town across the creek above the cajion at 
this place. 


Denver, Col.—It is stated that proceedings will prob- 
ably be brought at an early date to compel the Union 
Pacific to build a viaduct over its tracks at Fortieth 
street, to connect Elyria and East Denver. The City 
Council of Denver may appropriate $15,000 for the pro- 
ject. 


Elkins, W. Va.—Tbe new steel bridge building by 
the West Virginia Central & Pittsburgh at Elkins is 
almost completed and will be ready for use in about 
three weeks. The channel span was finished last week 
and is 147 ft. 7 in. in length. 


Elkview, Pa.—The Commissioners of Chester County 
contemplate the erection of a bridge on the line between 
Penn and Upper Oxford townships, one mile from Elk- 
view. 


Hawk’s Nest, W. Va.—'The Chesapeake & Ohio Rail- 
road has contracted with the Phoenix Bridge Co. for a 
new steel bridge over New River at Hawk’s Nest, W.Va. 


Jennersville, Pa.—It is reported that the County 
Commissioners will erect a bridge over Big Elk Creek, 
between Jennersville and Forrestville. 


Knoxville, Tenn.—An ordinance has been passed by 
the City Council appropriating $10,000 toward the con- 
struction of the Gay street bridge. 


Marriottsville, Ind.—The Commissioners of Howard 
County have voted to join with Carroll County in the 
construction of an iron bridge over the Patapsco River 
at Marriottsville. It will be of iron, upon substantial 
masonry. 


McKeesport, Pa.—The bridge built by the McKeesport 
& Duquesne Bridge Co., across the Monongahela River 
between McKeesport and Duquesne, was_ formally 
opened May 12. Gustav Lindenthal, of Pittsburgh de- 
signed the structure. Work was begun on the foundation 
May, 1890. The total length of the structure is 1,105 ft. 
Two spans are 223 ft. in length and two are 2291 ft. long. 
The width is 23 ft. and the height 35 ft. It contains 
600 tons of iron, 600 tons of lumber and 5,000 yards of 
masonry. ‘The iron work was done by the Pencoyd 
Bridge Co. of Philadelphia. 

The Pittsburgh, Virginia & Charleston Railroad is also 
at present building a bridge across the river at McKees- 
port, and in a few weeks it will be ready for use, when 
\ that road willenter McKeesport from Duquesne. 


Niagara Falls, Ont.—A petition has been presented 
to the Canadian House of Commons from Sir Donald A. 
Smith, W.C. Van Horne, R. B. Angus, T. G. Shaughnessy 
and G. M. Clark, of Montreal, C. R. Ham. of Boston, and 
R. M. Wells, of Toronto, asking for incorporation as the 
New York & Ontario Bridge Co., with power to build a 
railroad bridge across the Niagara River, near the town 
of Niagara Falis,and to amalgamate with the bridge 
company incorporated in the State of New York. 


Paisley, Ont.—Tenders will be received by S. McAr- 
ton, Paisley, up to May 30, for the construction of an 
iron bridge across the Saugeen River at the village of 
Paisley, consisting of either one single span of 190 ft. or 
of two separate spans of 95 ft. each. Tenders will also 
be received for iron supports for the bridge in lieu of 
masonry. 


Pecos, Tex.—The Southern Pacitic is reported to be 
receiving bids for the iron work for the high bridge 
over the Pecos River, on the new line from Pecos. 
Ricker, Lee & Co., of Galveston, Tex., are building the 
masonry work. The bridge is 334 ft. high, 1,900 ft. long, 
with 24 piers of masonry. It is being built across 
the Pecos River, 300 miles west from San Antonio. 
The banks of the river are solid rock and 200 ft. perpen- 
dicular. Everything has to be lowered down by derricks. 


Pittsburgh, Pa.—Proposals will be received by Theo- 
dore Cooper, 35 Broadway, New York, for constructing 
the three piers, the abutment and the approaches of the 
new Sixth street bridge, Pittsburgh, Pa., up to June 10and 

lans and provosals for the superstructure up to July 8. 

he spans will be 445 ft. in length. General specifications 
and plans for the masonry can be seen at New York, or 
at the oftice of the Allegheny Bridge Co., Pittsburgh. 

Plans have been prepared by the city engineer for the 
proposed bridge for the Schenley park entrance. The 
Larimer avenue bridge is to be 650 ft. _" and where it 
crosses the deepest part of the ravine wil be 115 ft. high. 
The Schenley park bridge will cross from Bellefield 
avenue below Forbes to fag and is to be 600 ft. long. 
At the highest point it will be 100 ft. high. 


Randallstown, Md.—A new aol will probably be 
built over Brice’s Run, on the Randallstown Road. W. 
H. Shipley, Towson County, is Bridge Superintendent. 


Ravenswood, W. Va.—The County Court of Jackson 
County will soon ask for bids for the erection of a high- 
way bridge over the Poco River near Ravenswood. The 
bridge is to be 300 ft. in length and havea 40-ft. road- 
way. 


Saginaw, Mich.—The City Engineer has recommended 
that the new $52,000 iron bridge be located at Center 
street, crossing the river to the intersection of Adeline 
street. The present charter provides that the structure 
be built from Perry street to Cambrey street. 


Snohomish, Wash.—The City Council has accepted 
the plans and specifications prepared by the San Fran- 





! 


cisco Bridge Co. for an iron drawbridge across the Sno- 
homish River, and have advertised for bids on the work. 
The bridge will cost about $15,000. 


Steubenville, O0.—The County Commissioners of Jef- 
f erson County, O., with headquarters at Steubenville, 
have contracted for the building of eight new highway 
| bridges over several streams in that oa: The aggre- 
| gate length of these bridges is about 500 ft. They are 
all to be of steel, with stone abutments. 
| Yuba County, Cal.—The Yuba C-unty supervisors 
will receive bids with plans and specitications to build a 
bridge across Dry Creek up to July 6. 








RAILROAD LAW-—NOTES OF DECISIONS. 


Powers, Liabilities and Regulation of Railroads. 


In Wisconsin trustees in possession of a railroad, and 
| ofa dock and warehouse at the terminus of such road, 
| had certain goods delivered at the dock to be shipped by 
| a lake line, over which they had no control, and in the 
| earnings of which they had no interest. On receiving 
the goods, they gave a shipping receipt, providing that 
their liabilites should cease at their depot at which 
freight was to be delivered to another carrier, and. “for 
all loss and damage occurring in the transit of said pack- 
ages, the legal remedy shall be against the particular 
carrier or forwarder only in whose custody the said 
packages may actually be at thetime of the happening 
thereof, it being understood that the trustees ailing 
assume no other responsibility for their safe carriage or 
safety than may be incurred on their own road.” The 
Supreme Court decides that neither the trustees nor the 
road were liable for damages to the goods while in 
transit on the lake.! 

In Colorado the Supreme Court holds that where a 
city, by its ordinance, grants to a railroad company the 
right of way forits tracks throuzh certain streets, and 
there is nothing in the ordinance as to the width of the 
tracks, the company will not be enjoined at the suit of 
owners of abutting property from changing its track 
from a narrow to a broad gauge.’ 

Congress in 1864 granted to Iowa for the purpose of 
aiding in the construction of a railroad from Sioux City 
tothe Minnesota state line, and froma point on such 
: road to South McGregor, every alternate section of land 
| for 10 miles from such roads not otherwise disposed of, 
| with indemnity for such disposed-of land. The former 
| road was built, except a part where all the granted land 
had been previously sold. The Federal Court rules the 
grant as was proportioned to the part of the road that 
was built.* 

In the Federal Court it is held that the Missouri 
statute of 1889, which imposes on companies carrying 
goods “‘by express on contract with any railroad or 
steam-boat company,” a tax on their “ receipts for busi- 
| ness done within this state” is not an interference with 
interstate commerce, nor does it deprive the company of 
the equal protection of the laws, or constitute inequlity 
of taxation, since the state has a right to tax different 
kinds of property in different ways.* 

In Michigan the Supreme Court decides that the statute 
of 1889, fixing maximum rates of passenger fare upon rail- 
roads according to a classification based upon the gross 
annual passenger earnings, is not in contravention of 
the provision of the fourteenth amendment to the con- 
stitution of the United States, which declares that no 
state shall deprive any person of his property without 
due process of law, or deny him the equal protection of 
the laws.® 

The plaintiff claimed under an act of Congress of 1857, 
which granted land “to the territory of Minnesota” to 
aid in the construction of a railroad whose terminus 
was to be some point “between the foot of Big Stone 
Lake and the mouth of Sioux Wood River.” Priorto the 
passage of this act, and on Feb, 26, 1857, Congress had 
passed an enabling act for the proposed state of Minne- 
sota which so located the boundary that the terminus of 
the road might be within or without the state. The 
terminus of the road was fixed at a point on the boun- 
dary line. The land in controversy lay within the terri- 
tory, but was beyond the boundary of the proposed 
state. The Supreme Court of the United States holds 
that the grant was none the less effectual to pass the 
land, which in other respects was within the prescribed 
limits, becausethe railroad was built wholly within the 
state of Minnesota while the land lay outside of it and 
in the adjoining territory.’ 





| 





Carriage of Goods and Injuries to Property. 


In Texas, it is laid down by the Supreme Court that a 
shipper having agreed to assumeall the risk of delay 
caused by any mob or strike or threatened violence, he 
cannot recover for delay caused by a strike of such a size 
as to require the military forces to overcome it.’ 

In Georgia the oe Court rules that, a carrier is 
liable for goods lost by the act of God after its refusal to 
deliver to the consignee on presentation of the bill of 
lading, though the goods were marked by number only, 
and the delivery was refused because the way bill giving 
the name of the consignee had not been received when 
the demand was made, and the contract exempted the 
carrier from liab.lity for wrong carriage or delivery of 
goods marked by initials or numbers.* 

In Virginia the Supreme Court holds that where a 
| contract for the transportation of goods over connecting 
lines of railroad is made with one company as 
the agent of the other, and the latter company trans- 
ports the goods and collects the freight thereon, it can- 
not, when sued for injury done to the goods by its ser- 
' vants, deny the authority of the other company to make 
the contract for it.® 

In Lilinois the Supreme Court rules that where a rail- 
road receives freight to be forwarded to a point not on 
its line, the fact that it requires from the shipper a guar- 
anty of payment of through freight is not conclusive that 
it undertakes the responsibility of delivering the goods 
at the point of destination.'° 

In Indiana the Supreme Court holds that the act of a 
railroad company in starting a fire ona bed of peat, upon 
which its track was laid, at a season of great drought, is 
a positive wrong, which renders it liable for injury to 

jacent property." 
Injuries to Passengers, Employes and Strangers. 

In Texas atrain stopped on a dark night away from the 

latform, and a passenger’s station was called. He was 
old by the conductor to hurry, as he would be carried by 
if he did not. So urged, he stepped from the car, and 
fell several feet intoa pile of wood. Held by the Su- 
— Court to be negligence for which the company was 
iable.* 

In Virginia the accident occurred at night, yee a 
snowstorm, while it was intensely dark, and the plat- 
forms of the cars were covered with snow. Plaintiff, a 
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woman, was unattended, and was incumbered by heavy 
clothing and parcels. There was no platform at the sta- 
tion, and defendant’s servants, though present, rendered 
plaintiff no assistance. The Supreme Court rules that 
it was not error to charge that if there was no congo 
or other proper landing place at the stopping place, and 
defendant’s servants rendered plaintiff no assistance in 
alighting, and if for want of such landing place and as- 
i was injured without fault on her part, 
she could recover.!* 

In Texas the Supreme Court rules that where a work- 
man voluntarily uses defective machinery with knowl- 
edge of the danger, he assumes the risk, though the use 
of the machinery is not necessarily dangerous.‘ 


In Alabama the Supreme Court holds that an em- | 


ployer cannot provide that his employés shal] look after 
and be responsible for their own safety.!® : 
In Michigan the plaintiff was injured by the derail- 
ment of the train of which he was engineer, from run- 
ningintoa partly open switch. About a year before 
the switch had been abandoned, the lights taken down, 
and the rails spiked. The rules required engineers not to 
run over 15 miles an hour, in passing a switch which 
was in daily use. Plaintiff was running 45 or 50 miles an 
hour. Plaintiff’s evidence was to the effect that he did 
not know of the reopening of the switch, and that if 
there had been lights on it, he could have seen them in 
time to prevent the accident. The Supreme Court rules 
that, if this was the case, the negligence of the compan 
in not having lights was a concurrent cause of the acci- 


dent, and plaintiff could recover, though the switch was | 


left open by a trespasser or fellow-servant.'® 

In Michigan the Supreme Court holds that a railroad 
is bound to furnish its employés reasonably safe locomo- 
tives and appliances and a competent engineer and fire- 
man, ~ not the best men or machinery which can be 
secured.!? 

In Georgia a “swage” in a railroad shop had become 
battered and burred, by reason of which a flake of iron 
was knocked off, and struck in the eye of an employé, 
— gone to the shop to get a bolt needed iu 
work, 


not proper for use, and should have been repaired. The 


Supreme Conrt rules that there was no evidence of | 


negligence.!§ 


In Alabama the Supreme Court holds that the ques- | 
tion whether the railroad company was negligent in not | 


raising a low bridge above the danger line depends on 
the degree of inconvenience and injury the public or ad- 
jacent property owners would suffer by the change, but 


not on the expense such achange would entail on the 


railroad company where that is insignificant as com- | 
aged S June 10. 


pared with the peril to human life from the mainten- 
ance of the bridge in its present condition.‘ 


In Iltinois the Supreme Court rules that where the | 
neglect charged in the declaration is the failure to ring | 
the bell or sounda whistle at the distance of 80 rods | 


from a crossing, as required by the statute of 1889, an in- 
struction that those in charge of a train *‘ are bound to 
give reasonable warning, so that a person about to cross 
with a team and wagon may stop and allow the train to 
pass, and such warning must be reasonble and timely, 
so far as the circumstances will reasonably admit,” is er- 
roneous, siace such instruction imposes On the railroad 
company a higher degree of diligence than the statute 
requires, and is besndor than the averments of the dec- 
laration.”° 

In Kansas the evidence went to show that the view 


of the track at the crossing was much obstructed, but | ¢ion will hold its annual convention at the Stockton 


that before reaching it she stopped and looked and lis- | 


tened, and, discovering no train approaching, she drove 
toward the track ; that just before she reached it a train 
passed without having blown the whistle or rung the 
bell, and that plaintiff's mules were frightened, and 
plunged down an embankment with her, whence re- 


holds the ratiroad liable.?1 

In Illinois the Supreme Court rules that crossing a 
railroad track on a public highway, where there are a 
number of side tracks, is not negligence per se, thoug 
by going a few blocks out of his way the traveler might 
have crossed the track at a safer place.?? 


“*Tolman v. Abbot. 47 N. W., 2H. 
“Denver, U. & P. Ry. Co. v. Barsaloux, 25 Pac. Rep., 165. 
m United States v. Sioux City & St. P. R. Co.,43 Fed. Rep.. 
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hi. 

' Pacific Exp. Co. v. Seibert, 44 Fed. Rep.. 310. 
Willman v.C & G.T. R. Co, 47 N. W. Rep., 489. 
‘st. P.M. & M. R. Cu. v. Phelps, 11S. C. Rep. 168. 

78. C.&S. F. R. Co. v. Gatewood, 115. W. Rep., 913. 
* Richmond & D. R. Co. v. Benson, 12S. E. Rep., 357. 
“ Norfolk & W. R. Co. v. Read, 12S. E. Rep., 395. 

'* Illinois Cent, R. Co. v. Kerr, 8 South. 2. 330. 
‘I'L. N. A. & C. R. Co. v. Nitsche, 26 N. E. Rep., 51. 
"International & G, N. R. Co, v. Smith, 14S. W., 642, 

'? Alexandria & F. R. Co. v. Herndon, 12S. E. Rep., 289. 
'! Missouri Pac. Ry. Co. v. Somers, 14 8. W. Ren., 779. 

'® Louisville & N. R. Co. v Orr, 8 South Rep., 360. 
'©Towa v. Michigan Cent. R. Co., 47 8. W. Rep., 655. 
' Lyttle v. C. & W. M. R. Co.. 47 N. W. Rep., 571 

'= MeNally v. Savannah F. & W. Ry. Co.. 
'* Louisville & N. R. Co. v. Hall, 8 South Rep., 371. 

2” Toledo, St. L. & K. C. R. Co. v. Cline (IIL), 25 N. E., 846. 
2! Mo. Pac. R. Co. v. Johnson. 24 Pac. Kep., 1116. 

“2 O., R.T & P. R. Co. v. Clough, 25 N. E. Rep,. 604. 











MEETINGS AND ANNOUNCEMENTS. 
Dividends. 


Dividends on the ho, stocks of railroad companies 
have been declared as follows: 


Catawissa, semi-annual, 3'¢ per cent. on the first and 
second preferred stocks, payable on demand. 

Chicago, Burlington & Quincy, quarterly, 1 per cent., 
payable June 15. 

New Castle & Beaver Valley, extra, 10 per cent., pay- 
able May 15. 
Meetings. 


Meetings of the stockholders of railroad companies 
will be held as follows: oon 


Baltimore & Potomac, 
June 3. 
, = & Southern Illinois, annual, Belleville, LIL, 
June 2. 
Boston & New York Air Line, annual, Middletown, 
Conn., May 2. 
Burlington, Cedar Rapids & Northern, annual, Cedar 
Rapids, Ia., May 26. 
Canada Southern, annual, St. Thomas, Ont., June 23. 
ai Ohio & Southwestern, special, 56 East 
Court, Memphis, Tenn., June 2. 
Chicago, Burlington & Northern, annual, La Crosse 
Wis., June 10. 
Cc a «& Eastern Illinois, annual, Chicago, IL, 
June 3. 
Chicago & 
June 4, 


annual, Baltimore, 


Northwestern, annual, Chicago, IL, 


June 3. 
Hudson, Wis., June 6. 


O., June 16. 


May 28. 

anor & Rio Grande, annual, Denver, Col., May 26. 

Des Moines & Fort Dodge, annual, Des Moines, Ia., 
June 4. 
| Duluth, South Shore & Atlantic, annual, Marquette, 
| Mich., June 4. 

Dutchess County, annual, adjourned, 35 Broadway, 
New York City, May 25. 

Florida Central & Peninsula, special, Jacksonville, 
Fla., June 1. 

Green Bay, Winona & St. Paul, annual, Green Bay, 
Wis., June 3. 

Manhattan (Elevated), special, 71 Broadway, New 
| York City, May 27, to consider a proposed increase of 
| the capital stock. 
| Michigan, Midland & Canada, annual, Detroit, 
Mich., June 4. 

Milwaukee, Lake Shore & Western, 
waukee, Wis., June 10. 


annual, Mil- 





| Guaranty 
| avenue south, Minneapolis, Minn., June 2. 


is | 
It was shown that the implement was in “ aver- | 
age condition,” though one witness testified that it was | 


Minneapolis, St. Paul & Sault Ste. Marie, annual, 
Loan Building, Third street and Second 


Morris & Essex, annual, Hoboken, N. J., June 24. 

Northern (New Hampshire), annual, Concord, N. H., 
May 28. 

Ogdensburg & Lake Champlain, annual, Ogdensburg, 
N. Y., June 17. 

Ohio Valley, annual, Henderson, Ky., June 2. 

Oregon Improvement Company, annual, 
Wash., June 15. 

Oregon Railway & Navigation Company, annual, 
Portland, Or., June 15. 

Portland, Saco & Portsmouth, annual, Kittery, Me., 
June 1. 
, Rensselaer & Saratoga, annual, Waterford, N. Y., 
June 3. 

St. Joseph & Grand Island, annual, Elwood, Kan., 
June 9. 

St. Louis, Alton & Terre Haute, annual, St. Louis, 
Mo., June 1. 

St. Paul & Sioux City, annual, St. 
June 6. 

Toledo, Canada Southern & Detroit, annual, Detroit, 
Mich., June 4. 

Toledo, St. Louis & Kansas City, annual, Toledo, O., 


Seattle, 


Paul, Minn., 


Wisconsin Central, annual, Milwaukee, Wis., May 28. 


Railroad and Technical Meetings. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The Association of American Railway Accounting 
Officers will hold its annual convention at the Southern 
Hotel, St. Louis, Mo., May 27, commencing at 10 o’clock 
a. m. 

The American Institute of Mining Engineers will 
hold its next meeting at Cleveland, O., June 2. 

The Master Car Builders’ Association will hold its 
annual convention at the Stockton Hotel, Cape May, 
N. J., commencing June 9, at 10 o’clock a. m. 

The American Railway Master Mechanics’ Associa- 


Hotel, Cape May, N. J., beginning at 9a. m., June 16, 
Members wanting rooms reserved are requested to apply 
to the Secretary. 

The New Engiand Railroad Club meets at its rooms in 
the United States Hotel, Beach street, Boston, on the 


second Wednesday of each month, excépt June, July 
sulted the injuries complained of. “he Supreme Court | y i : tts a 7 


and August. 
The Western Railway Club holds regular meetings on 


| the third Tuesday in each month, except June, July and 


| August, at the rooms of the Central Traffic Associa- 
tion in the Rookery Building, Chicago, at 2 p. m. 

The New York Railroad Club meets at its rooms, in the 
Gilsey House, New York City, at 2 p. m., on the 
third Thursday in each month. 

The Central Railway Club meets at the Hotel Iro- 
quois, Buffalo, the fourth Wednesday of January, 
March, May, September and November. 

The Northwest Railroad Ciub meets on the first Satur- 
day of each month, except June, July and August, in 
the St. Paul Union Station, at 7:30 p. m. 

The Northwestern Track and Bridge Association meets 
on the Friday following the second Wednesday of 
each month at 7:30 p. m. in the directors’ room of the 
St. Paul Union Station, except in the months of July 
and August. 

The American Society of Civil Engineers holds its regular 
meetings on the first and third Wednesday in each month, 
at the House of the Society, 127 East Twenty-third street 
New York. 

The Boston Society of !Civil Engineers holds its regular 
meetings at the American House, Boston, at 7:30 p. m. 
on the third Wednesday in each month. 

The Western Society of Engineers holds its regular meet- 
ings at 78 La Salle street, Chicago, at 8p. m, on the 
first Wednesday in each month. 

The Engineers’ Club of St. Louis holds regular meetings 
in the club’s room, Laclede‘Building, corner Fourth and 
Olive streets, St. Louis, on the first and third Wednes- 
days in each month. 

The Lngineers’ Club of Philadelphia holds regular meet- 
ings at the House of the Club, 1,122 cirard street, Phila- 
delphia, on the first and third Saturday of each month, 
excepting in January, when the annual meeting is held 
on the second Saturday of the month. The second Janu- 
ary meeting is held on the third Saturday. The club 
stands adjourned during the months of July, August 
and September. 

The Engineers’ Society of Western Pennsylvania holds 
regular meetings on the third Tuesday 1n each month, at 
7:30 p. m., at its roomsin the Thaw Mansion, Fifth street, 
Pittsburgh, Pa. 

The Engmeers’ Club of Cincinnati holds its regular 
meetings at 8 p. m. on the third Thursday of each month 
in the rooms of the Literary Clib, No. 24 West Fourth 
street, Cincinnati. 

The Civil Engineers’ Club of Cleveland holds regular 
meetings on the second Tuesday of each month, at 8 
p. m., in the Case Library Building, Cleveland. Semi- 
ow meetings are held on the Nourth Tuesday of the 
month. 

The Engineers’ Club of Kansas City meets in Room 
200, Baird Building, Kansas City, Mo., on the second 
Monday in each month. 

The Engineering Association of the South holds its 
monthly meetings on the second Thursdays at 8 p. m 
The Association headquarters are at Nos, 68 and 64 
Baxter Court, Nashville, Tenn, 








Chicago, Rock Island & Pacific, annual, Chicago, II1., [ 
Chicago, St. Paul, Minneapolis & Omaha, annual, 
Cincinnati, Hamilton & Dayton, annual, Cincinnati, | 


Concord & Montreal, annual, Concord, N. H., May 26. 
Delaware & Bound Brook, annual, Trenton, N. J., 


The Denver Society of Civil Engineers and Architects 
holds regular meetings at 36 Jacobson Block, Denver, 
| on the second and fourth Tuesday of each month, at 8 
| o’clock p. m., except during June, July and August, 
when they are held on the second Tuesday only. 

The Civil Engineers’ Society of St. Paul meets at St. 
Paul, Minn., on the first Monday in each month. 

The Montana Society of Civil Engineers meets at Hel- 
ena, Mont., at 7:30 p. m., on the third Saturday in eacu 
month. 

The Civil Engineers’ Association of Kansas holds regu- 
lar meetings at Wichita on the second Wednesday of 
each month, at 7:30 p. m. 

The American Society of Swedish Engineers holds meet- 
ings at the club house, 250 Union street, Brooklyn, 
N.Y., and at 347 North Ninth street, Philadelphia, on the 
first Saturday of each month. 

The Engineers’ Club of Minneapolis meets the first 
Thursday of each month in the Public Library Building, 
Minneapolis. Minn. 

The Conadian Society of Civil Engineers holds regu- 
lar meetings at its rooms, 112 Mansfield street, Mon- 
treal, P. Que., every alternate Thursday except during 
the months of June, July, August and September. 

The Technical Society of the Pacific Coast holds re- 
guiar meetings at its rooms in the Academy of Sciences 
Building, 819 Market street, San Francisco, Cal., at 8 
p. m, on the first Friday of each month. 


American Society of Civil Engineers. 


The annual convention of 1891 met yesterday at Look- 
out Mountain. The following new papers will be pre- 
sented at the Convention: 

“ Origin and Evolution of the American Railroad Via- 
duct,” John E. Greiner. 

‘On the Construction of the Chimney for the Narra- 
gansett Electric Lighting Co.,” John T. Henthorn. 

‘“*Free Railway Construction vs. Government Rail- 
ways,” Edward Bates Dorsey. 

“A Tripthrough the Big Horn Cafion,” Edward Gil- 
lette, Jr. 

* American Irrigation Engineering,” H. M. Wilson. 

‘““Onthe Straits of Juan de Fuca, Puget Sound,” 
W. B. de Courey. 

“Influence of Curvature and Elevation of 
the Stresses in Bridges,” Ward Baldwin. 

**Recent Studies into the Biological Changes in the 
Boston Waters,” Desmond Fitz Gerald. 

** A Memoir on Water Meters,” John Thomson. 

“ww Hauling Drums of Cable Railways,” G. Leve- 
rich. 

** Mountain Railroad Construction,” Wm. Barclay Par- 
sons. 

““The Advantages of a Longitudinal Bearing System 
for Railway Tracks,” T. C. Clarke. 

‘Some Additional Information on the Lake Erie and 
Ohio River Ship Canal,” John M. Goodwin. ; 

‘* Notes on Cement, Mortars and Concrete,” William 
H. Grant. 

It is expected that reports will be presented by the 
special counmittees on the ‘‘ Causes of the Failure of the 
South Fork Dam,” “On Uniform Standard Time,” “On 
Uniform Methods of Testing Materials used in Metallic 
Structures,” ‘‘On Standard Rail Sections,” ‘‘ On Impuri- 
ties of Domestic Water Supply,” ‘On Units of Measure- 
ment,” and these subjects discussed. 


Engineers’ Club of Philadelphia, 


A regular meeting was held May 2, Vice-President 
David Townsend in the chair, 17 members and one visitor 
present. The Secretary presented, for Mr. George R. 
Ide, a paper descriptive of the Judson pneumatic sys-, 
tem for street railroads as operated at Washington, 
D.C. This system comprises connected, rotating cylin- 
ders lying below and between the rails of the track, and 
in line therewith, which cylinders are operated by com- 
pressed-air engines placed at intervals along the line. 
The cylinders are mounted in bearings in a conduit, and 
are engaged or clasped by a gripping mechanism sus- 
pended from the bottom of the car. The grip comprises 
two pairs of discs mounted so as to have their axes 
turned in an approximately horizontal plane to any de- 
sired angle with the axis of the underlying cylinder. 
When the axes of the discs are para llel with the cylin- 
der axis the car will remain stationary, but when turned 
to any proper angle therewith the car will be moved. 


New England Railroad Club. 


A regular meeting was held Wednesday evening, May 
13. 1891. President Twombly occupied the chair. 

It was voted that the meetings of the club be sus- 
pended during the months of June, July and August, 
this year. 

Mr. F. D. Adams suggested that it might be desirable 
to substitute in place of the annual dinner by the mem- 
bers of the club a summer excursion; after some discus- 
sion the matter was referred to the Executive Committee 
by vote of the members present. 

Mr. Adams presented the report of the committee ap- 

ointed at the April meeting to consider the subject of 

ules for the Interchange of Cars, and to suggest such 
changes therein as seemed desirable for presentation to 
the Arbitration Committee. It was voted that the re- 
port be accepted. 

A general discussion followed, as reported on another 
page. 


Track on 


New England Water-Works Association. 


The tenth annual convention of this association will 
be held at Hartford, Conn., June 10, 11 and 12. The 
headquarters during the convention will be at the 
Allyn House. The seggions will be at the Putnam 
Phalanx Hall. At the afternoon session on June 10 a 
paper on ‘‘Sanded flanges for water pipe” will be read by 
F. C. Coffin, of Boston. At the evening session, begin- 
ning at 7:30 p. m., papers will be read on ‘“‘An experience 
with a water hammer,” and ‘‘Are lead-pipe connections 
for iron service pipe desirable?” At the morning session 
on Thursday the annual election of officers will take 
place. ‘Three papers will be read and there will be a 
topical discussion. At the afternoon session L. A. Tay- 
lor, of Boston, will describe the New Haven Water 
Co.’s dam at Woodbridge, Conn., and Desmond Fitz 
Gerald, of Boston, will speak on ‘‘Dangers likely to 
arise from building aqueducts in the form of tunnels or 
with low-grade lines.” On Friday a visit will be made 
to the five reservoirs at West Hartford and Farmington, 
owned by the Hartford Water Co. R.C. P. Coggeshall, 
of New Bedford, Mass., is the secretary of the associa- 
tion. 


Northwestern Track and Bridge Association. 

A meeting of the Northwestern Track and Bridge 
Association was held in the directors’ room of the St 
Paul Union Depot May 15. The subjects discussed were: 
(1) Mr. Kindelan’s paper on “‘Track Joints;” (2) “The Best 
Preservative of Timber” and ‘“‘Doesit Pay to Cover Mem- 
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bers of Howe Truss Bridges?” introduced - id W. A. 
McGonagle; (3) ‘The Proper Thing for a Right-Angle 
Crossing, whether a Framework of Timber or Ties,” in- 
troduced by Thomas Rafferty. 


The Civil Engineers Club of Cleveland. 


A regular meeting of the club was held Tuesday even- 
ing, May 12, President Gobeille in the chair, and 21 mem- 
bers and three visitors present. Mr. John B. Weddell 
was elected corresponding member. A vote of thanks 
was extended to Mr. Aug. Mordecai for his donation to 
the club of a crayon portrait of Mr. Charles Latimer, 
deceased, former President of the Club. The Executive 
Board was instructed to incorporate the Club under the 
laws of Ohio. 

The President appointed Mr. William _T. Blunt as 
member of the Permanent Committee on International 
Engineering Congress and Engineering a 
in connection with the Columbian Exposition of 1893..Mr. 
James Ritchie read a paper entitled “ Recent Advance- 
ment in Electric Engineering.” The reading was _fol- 
lowed by a discussion, in which a number of members 
participated. : 


The Technical Conventions. 


The Baltimore & Ohio announces that there will be 
an extra sleeper placed on the R. & O. trains leav- 
ing Chicago on Friday, June 5, at 10.10 a. m., and 
on Saturday, June 5, at 2.55 p. m., kindly tendered 
by Pullman’s Palace Car Co. for the use of the western 
members of the Master Car Builders’ Association who 
wish to attend the convention at Cape May. The 
former train will arrive at Philadelphia on Satur- 
day, at 3.22 p. m., and the latter at 8.15 p. m. on Sunday. 
Any further information concerning the running of the 
trains can be obtained from Mr. E. W. Grieves, Master 
Car Builder of the B. & O., Camden Station, Baltimore. 


PERSONAL. 
—Mr. Thomas’ McGill, General Western Agent of the 
Central of pete pS died last week at Indianapolis from 
injuries received in a wreck near Mount Jackson April 
27. 

—Mr. John C. Loomis, formerly Division Superintend- 
ent of the Louisville & Nashville, has succeeded Mr. J. R. 
Sears as Manager of the Louisville Car Service Associa- 
tion. 


—Mr. Cornelius Vanderbilt, Chairman of the Board of 
Directors of the New York Central, sailed from New 
York, last Saturday, to spend che summer months 
abroad. Mr. H. Walter Webb, Third Vice-President of 
the road, sailed on the ‘* Majestic,” Wednesday, to be 
absent a month. 


—-Mr. W. W. Stearns, Superintendent of the Eastern 
Division of the New York, Lake Erie & Western, re- 
signed last week. Mr. Stearns has been Division Super- 
intendent of the Erie for several years, and previous] 
held similar positions on the Central of New Jersey an 
the Philadelphia & Reading. 


—Mr. Charles G. Ellis, President of the Schenectady 
Locomotive Works, died at his home in Schenectady, 
May 15, aged 48 years. He had been troubled consider- 
ably of late with rheumatism, though it was not con- 
sidered serious. He was about the works as usual until 
Wednesday evening, when he went home not feeling 
well. Pneumonia set in and developed rapidly, causing 
death in a few hours. 


—Mr. C. M. Bissell, who has been Division Superintend 
ent of the New York Central road for several years, has 
resigned as Superintendent of the Mohawk Division, and 
has been succeeded by Mr. Frank A. Harrington, late 
Assistant Superintendent. Mr. Bissell has been Super- 
intendent of the Mohawk Division since last October, 
when the Hudson and Mohawk divisions were divided. 
He had previously been Superintendent of both divi- 
sions. He was for many years a conductor on the New 
York Central, and was first appointed Superintendent 
early in the seventies. 


—Mr. R. H. Soule has been appointed Superintendent 
of Motive Power of the Norfolk & Western, succeeding 
Mr. S. B. Haupt, who recently resigned. Mr. Soule has 
been with the Union Switch and Signal Co. since Novem- 
ber, 1888. Before that time he was for some time Gener- 
al Manager of the Erie, to which road he went from the 
Pennsylvania, where most of his earlier railroad experi- 
ence was obtained. It is not necessary to say to the 
readers of the Railroad Gazette that the Norfolk & 
Western is most fortunate in securing Mr. Soule’s ser- 
vices. He takes up the duties June 1. 


—The death of Mr. Samuel M. Cummings, one of the 
old-time railroad men, was briefly noticed last week. He 
died in Boston, March 6, after years of at suffering. 
A lifelong friend of Mr. Cummings onke. us some ac- 
count of his last years. Mr. Cummings had been blind 
for the last four years. Notwithstanding this affliction 
and his other sufferings, his mind retained its clearness 
and strength to the last. Some of his old friends fre- 
quently went to visit him, when he would always 
brighten up and talk with all his old-time vigor about 
engines, railroads and railroad men _ and friends. 
His interest in railroad mechanical affairs was 
keen to the last. Mr. Cummings’ history is mainly in 
the machinery department. His first railroad work was 
as an engine runner on the Old Colony, then employed in 
the Hinckley Locomotive Works; Master Mechanic of 
the Old Colony long ago ; Master Mechanic of the Michi- 

an Southern ; afterward on the eastern division of the 

ittsburgh, Fort Wayne & Chicago, and last Master 
Mechanic of the eastern division of the same road for 
about 16 years. As a Master Mechanic he kept abreast 
of the times, was conscientiously honest to his employer 
and strictly just to men employed under his direction, 
both in the shops and on the road. He was generous 
and kindly in all his dealings. 





ELECTIONS AND APPOINTMENTS. 








Adirondack & St. Lawrence.—The officers of the com- 
any are: W. Seward Webb, President, 51 Kast Fifty- 
ourth street, New York City; W. N. Roberts, Chief En- 

i and E. M. Burns, General Manager, Herkimer, 


Atchison, Topeka & Santa Fe.—The freight and pass- 
enger departments of the Colorado agency have been sep 
arated. C. F. Zimmermannis now General Agent for- 


the freight department: J.P. Hall, Colorado passenger 
agent, isin chargefor the passenger department, both 
with offices in Denver. 


Atlantic & Western of Florida.—The control of this 
road has been recently transferred to the Palatka Lum- 
ber Co. and W. J. Winegar. The following officers have 
been elected: T. A. Darby, President, and W. J. Wine- 
gar, of Palatka, Fla., Treasurer, and F. C. Austin, Gen- 
eral Manager. 


Buffalo, Rochester & Pittsburgh.—The Board of Di- 
rectors of the company has appointed W. J. Reilly Pur- 
chasing Agent, his appointment to take effect June 1. 
He has been secretary to the vice-president. 


Butte, Anaconda & Pacific.—The incorporators are: 

William L. Hoge, Stephen H. Estes, Shelley Tuttle, Wil- 

=. Thornton and Judson B. Losee, all of Anaconda, 
ont. 


Carolina Midland.—The following directors of the 
consolidated company have been elected: George A. 
Wagener, Charleston, S.C., A. J.S. Perry, H. G. Bre- 
mer, D. H. Salley and Simon Brown. Mr. Wagener is 
President, H. R. Walker, Secretary, and M. Brown, 
Barnwell, S. C., Treasurer. 


Chicago, Burlington & Quincy.—The annual meeting 
of the stockbolders of the company was held in Chicago, 
May 20. There were 448,468 shares of stock represented 
out of a total of 763,926 shares. The following directors 
were re-elected : John M. Forbes, Charles J. Paine, John 
]. Gardner, Francis W. Hunnewell, William Endicott, 
Jr., Richard Olney, T. Jefferson Coolidge, Edward W. 
ge ohn N. A. Griswold, Peter Geddes and Charles 
. Perkins. 


Cincinnati, Wabash & Michigan.—W. R. Baldwin 
has been appointed General Passenger and Ticket Agent, 
vice E. H. Beckley, resigned. Mr. Baldwin will also 
have charge of the baggage department, with head- 
quarters at Elkhart, Ind. 


Cleveland & Canton.—The stockholders of the com- 
any held their annual meeting at Canton, O., rm d 13. 
he old board of directors was re-elected, as follows 
H. A. Blood, George N. Smalley, Boston; William J. 
Rotch, New Be dford, Mass.; F. W. Hopkins, New York; 
A. C. Barstow, Jr., Providence; William Edwards, E. S. 
Flint, E. S. Emery, S. T. Payne | C. Ramsey, 
Cleveland; Isaac H. Taylor, Carrollton, ll.; H. S. Bel- 
den, Canton; I. N. Pennock, Minerva. 


Cleveland, Cincinnati, Chicago & St. Louis.—C. V. 
Lewis has been appointed Assistant General Freight 
Agent, with office at Cincinnati. He will issue all 
tariffs, divisions and percentages, and have charge of 
the freight claim department. 


Cleveland, Lorain & Wheeling.—The annual meetin 
of the road was held last week when the following di- 
rectors were elected: E. R. Perkins, WorthyS. Streator, 
Oscar Townsend, and C. L. Cutter, Cleveland; John 
Newell, Chicago; E. B. Thomas and a. S. Gorham, New 
York. The only changes are the election of E. B. Thom- 
as, Vice-President of the Erie, tosucceed H. A. Kent, and 
the election of A. S. Gorham to fill the vacancy caused by 
the death of Selah Chamberlain. 


Concord & Montreal.—G. E. Cummings has_ been ap- 
—— Assistant Superintendent of the road north of 
oncord, N. H. 


Concord & Rochester.—The following are the incor” 
porators of this road: Isaac A. Hill, T. C. Bethune, War- 
ren Tripp, Charles H. Daniells, Smith W. Caswell, Frank 
H. Hall, G. W. Lane, Charles C. Shaw, Charles Lake, 
George M. Munsey, Charles A. Langmaid, Albion C. Cas- 
well, C. H. Trickey, William D. Sawyer, A. E. Cotton, 
Granville P. Conn, J. E. Smith, John J. Gate, Charles P. 
Foye, J. C. Locke, J. W. Jewell, Scott W. Caswell, D. S. 
Woodman, J.E. Waldron, C. S. Whitehouse, J. B. Ten 
nant, William E. Whitehouse, C. Hill, C. W. Hanson 
and Horace K. Emery. The office of the company is at 
Concord, N. H. . 


Dayton, Lebanon & Cincinnati.—The company was 
incorporated in Ohio in April. Its organization was 
completed at a meeting at Dayton, O.. May 11, when the 
following officers were elected: S. J. Patterson, Presi- 
dent; Samuel Hunt, of Cincinnati, Vice-President and 
Secretary; G. B. Harmon, Treasurer, and G. W. War- 
rington, General Counsel. The executive committee is 
as follows: George W. Houk, H. A. Talbott, Wm. 
Irwin and W. P. Callaban. 


Detroit, Lansing & Northern.—The annual meeting 
was held in Detroit, May 14. The following directors 
were elected: N. Thayer, H. H.Hunnewell, J. B. Burn- 
ham, George O. Shattuck, C. L. Young, George Whitney, 
A. H. Hardy, Charles Merriam, C. F. Adams, E. V. zg 
Thayer and Charles M. Heald. 


Eastern Railroad Association.— At the twenty-fourth 
annual es of the Association held in New York on 
May 13, the following officers were elected for the ensu- 
ing Fag Hon. William D. Bishop, President ; Theodore 
N. Ely, Vice-President; Albert A. Folsom reasurer ; 
Robert J. Fisher, General Counsel, and John J. Harrower, 
Secretary. The Secretary has been in the employ of the 
Association ever since its organization. 


Erie Terminal—The stockholders of the compun 
are: Col.S. B. Dick, Meadville, Pa., President; John E. 
Reynolds, John Dick, A. F. Heveline, W. G. Sargent, A. 
C. Huidekoper, Meadville, and E. S. Templeton. 


Georgia.—At the annual meeting in Augusta, Ga., 
May 13, the following directors were elected : President, 
Chas. H. Phinizy; Directors, Stevens Thomas, George 
ag? W. M. Reese, Joel A. Billups, H. D. McDaniel, 
H. H. Hickman, N. L. Hutchins, J. H. Alexander, D. N. 
Speer, A. W. Calhoun, T. W. ‘ey 4 Leonard Phinizy, 

. E. McCoy, Jas. White, R. D. Spalding and Jacob 
Phinizy. There was only one change in the board, Boy- 
kin Wright retiring and Jacob Phinizy taking his place. 


Illinois Central.—F. I. Drake, Commercial Agent of 
the road at Atlanta, has been appointed Assistant Gen- 
eral Freight Agent, with headquarters at Memphis, 
vice A. J. Knapp, resigned. 


Lake Shore & Michigan Southern.—L. M. Hynika, 
who has been Assistant Civil Engineer at Dunkirk, N.Y., 
has been promoted to the position of Engineer, to fill 
the ‘deme caused by the resignation of Arthur Rock- 
wood. 


Lehigh & Western.—The company has been chartered 
in Pennsylvania bv the following directors: Rudolph 
T. McCabe, New York City, President; George L. San- 
derson and C. La Rue, Munson and Williams rt, Pa.; 
Samuel H. Hicks, Thomas W. Barlow and Charles C. 
Lister, Philadelphia; E. N. Frisbie, Passaic, N. J., and 
Benjamin S. Harmon, New York City. 


Mantane.—The annual meeting of this com 





wa 
held last week at Sandy Bay, Gaspe, when the ollpwing 





were elected: Dr. Fiset, President; L. F. Pinault, Vice- 
President; A. Tessier, A. F. Carrier, Thomas le Bel, L. 
N. Desrosiers and L. J. le Vasseur, directors. J. A. 
Marquis was appointed Secretary and Treasurer of the 
company. 


Mason City & Fort Dodge.—At the annual meetin 
on Tuesday last the old directors were re-elected, as fol- 
lows: J. J. Hill, D. C. Shipperd, W. A. Stephens, E, P. 
Hickey and H. Brown. 


Mount Washington.---At the annual meeting of the 
company, May 13, the following directors were elected: 
Walter Aiken, James T. Furber, J. R. Pearson, 
Nathaniel White, Jr., Fred Smythe, John P. George, 
George A. Fernald. The board organized by the choice 
of Walter Aiken as President, F. E. Brown, Clerk. 


New Boston (N. H.).—At a meeting of the directors of 
the road on May 11, an organization was perfected by 
the election of the following : President, G. A. Wason; 
Clerk, E. Wason; Treasurer, J. F. Webster; Execu- 
ave, ernEn, B. A. Kimball, J. H. Pearson, C. A. 

usiel. 


Newport News & Mississippi Valley Co.--W. E. Moore 
has been appointed Assistant Superintendent of the 
company’s road, with office at Paducah, Ky. The office 
of Master of Transportation has been abolished. 


New York & Harlem.—The annual meeting, held in 
New York City, May 19, resulted in the election of the 
following Directors: Cornelius Vanderbilt, W. K. Van- 
derbilt, Frederick W. Vanderbilt, Samuel F. Barger, 
Chauncey M. Depew, Charles C. Clarke, John B. Dutch- 
er, John E. Burrill, W. H. Leonard, F. P. Freeman, 
Samuel D. Babcock, A. Van Santvoord and Robert 
Schell. 

New York Central & Hudson River.—The following 
appointments took effect May 20: J. H. Phyfe to be Su- 
perintendent of the Harlem Division, vice C. L. Rossiter 


: | transferred to be Assistant ~4 aK of the West- 


ern Division to succeed Mr. W. C. McCulloch, resigned. 
Mr. Phyfe has been Assistant Superintendent of the Hud- 
son River Division for many years. Mr. Frank A. Harring 
ton, who has been Assistant Superintendent of the Mo- 
hawk Division, has been appointed Superintendent of 
that division, to succeed C. M. Bissell, resigned. 


Omaha, Kansas Central & Galveston.—The followin 
is a complete list of the officers of this company: Jaco 
Neuberger, 111 Broadway, New York, President; C. M. 
Rawlings, Vice-President and General Manager, Lyons, 
Kan.; D. M. Bell, Treasurer, Lyons, Kan.; Valdemar 
Sillo, 330 East Fifty-first street, New York, Secretary; 
Edward Roemer, 177 East Ninety-third street, New 
York, Chief Engineer; J. B. Yates, Assistunt Chief En- 

ineer, Lyons, Kan.; J. W. Andrews, Principal Assistant 

tngineer; F. Ww. Truesdell, Superintendent Right of Way 
Department, Lyons; and Samuel Jones, General Solic- 
itor, Lyons. The general offices are at Lyons. 


Pittsburgh, Fort Wayne & Chicago.—At the annual 
meeting of the road, May 20, John Sherman, S. B. Har- 
rison and George B. Roberts, whose terms as directors 
had expired, were re-elected. 


Plymouth & Bourne.—The annual meeting of the com- 
pany was held recently. The following Board of Direc- 
tors was elected : A. Nye, G. I. Briggs and B. B. 
Abbe, Bourne, Mass. ; Nathaniel Morton, of Plymouth. 
Mass. ; G. T. McLaughlin, of Sandwich, Mass.; C. C, 
Doten, C. J. Litchfield, G. R. Briggs and W. T. Davis, of 
Plymouth, Mass. Ata ee meeting of the direc- 
tors, W. A. Nye was elected President; Nathaniel Mor- 
_ asin and Treasurer, and C. C. Doten, 

lerk. 


Rome, Watertown & Ogdensburg.—The following ap- 
ointments were announced by General Manager 
Bowen on May 20: Theodore Voorhees to be 
General Superintendent, in charge of the trans- 
portation department; Wiliiam Buchanan to be Su 
erintendent of Motive Power and Rolling Stock; 
r H. McEwen to be Superintendent, with headquarters 
at Oswego, N. Y.; H. W. Hammond to be Assistant Su- 
perintendent, in charge of the Eastern Division, includ 
ing the lines east and north of Watertown, with 
~ at Watertown, N. Y.; W.S. Jones to be Assistant 
Superintendent, in charge of the Western Division, in- 
cluding all the lines south and west of Watertown, with 
office at Oswego, N. Y. The road has heretofore been 
operated in three divisions. Mr. McEwen has been 


Jones, Assistant Superintendent of the Middle and 
Eastern Divisions, and Mr. Hammond, Assistant Super- 
intendent of the Eastern Division. 


St. Louis Merchants’ Bridge Co.—The third annual 
meeting of the company was held at St. Louis last week, 
and these directors were elected : Seth W. Cobb, C. C. 
Rainwater, Charles D. McClure, Gov. D. R. Francis, 
Charles Clark, A. B. Ewi G. H. Goddard, B. F. Ho- 
bart and D. W. Caruthb. he only new members are 
Mr. McClure, who takes the place of John R. Holmes, 
and Mr. Caruth, who suceeds L. C. Nelson. 


Salt Lake, Colorado & Gulf.—The incorporators are: 
Horace Brightman, Erastus F. Mead, Austin Stevens, 
W. Hanna, Chauncey W. Blackmer and David H. Lem- 
mon. The office of the company is at Cortez, Col. 


Sioux City, Madison & Northern.—The company has 
been organized by F. C. Hills, T. P. Gere and C. L. 
Wright, of the Sioux City & Northern, and others. The 
ofticers chosen are as follows: President, Charles B. Ken- 
nedy, of Madison, S. D.; Vice-President, T. P. Gere, of 
Sioux City, Ia.; Secretary, Craig L. Wright, of Sioux 
City ; Treasurer, J. A. Cooley, of Dell Rapids, S. D. 


Sioux City & Northern.—The annual meeting was, 
held in Sioux City, Ia., May 14 F.C. Hills, Sioux City, 
was elected President and General Man er; James E 
Booge, Vice-President; A.S. Garretson, Treasurer, and 
D. e Elliott, Secretary. 


Southwestern (Georgia).—John S. Baxter, of Macon, 
Ga., has been elected President to fill the vacancy made 
by the death of Col. John E. Jones, Capt. W. W. Gor- 
don, of Savannah, has been elected a director. ; 


Spokane & Southern.—Arthur A. Newberry, Spokane, 
Wash., F. Lewis Clark, J. M. Kinnaird, Jonathan G. 
Clark, of Bangor, Maine, and Ormond G. Smith, of New 
York, are the incorporators of this Washington road, 


Tintic Range.—The following were named as directors 
in the charter filed in Utah last week: David C. Dodge, 
A. E. Welby, William F. Colton, George Goss and kob- 
ert Harkness. The stockholders are as follows: D. C. 
Dodge, trustee, 650 shares; and Robert Harkness, D. C. 
Dodge, Theron Geddes, A. E. Welby, P. C. Fenelly, 





$|Thomas Mannereaux, E. A, Greenwood, W. F. Colton 


and George Goss, 


Assistant Superintendent of the Western Division; Mr, . 
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Valley (Montana).—The officers of the company are: 
Richard A. Harlow, Montana Bank Building, Helena, 
President; Robert S. Hill, Vice-President; P. De F. Rust, 
Secretary and Treasurer. Directors, Richard A. Harlow, 
Robert S. Hill, P. De F. Rust, C. K. Cole and J. D. Wil- 
son. The Chief Engineer is W. A. Haven. 


Winona Terminal.—The incorporators are R. D. Cone, 
Charles Horton, Andrew Hamilton, W. H. Laird, H. W. 
Lamberton, J. L. Norton, Venazana Simpson, Thomas 
Simpson, and E. L. Youmans, all of Winona, Minn. 








RAILROAD CONSTRUCTION. 
Incorporations, Surveys, Etc. 


Adirondack & St. Lawrence.—The following is given 
officially as the route of this road: It will extend from 
Herkimer, N. Y., through the Adirondacks, by the Old 
Forge House, Big Moose Lake, Brandreth Lake, the Two 
Tupper Lakes, Saranac Lake, Paul Smith’s, Loon Lake 
and Malone, to Valleyfield, with a branch into Lake 
Placid, and a branch into Racquet Lake and Blue Moun- 
tain Lake. The contracts for grading and tracklaying 
have been let to J. W. Westbrook & Co., of New York 
City, and Ellsworth, Chapman & L athrop, of Corning, N. 
Y. About 3,000 men are now at work, and 10 miles of 
track has been laid. The character of the work is 
medium. The maximum grade is 70 ft. to the mile, and 
maximum curves are eight degrees. There are no 
tunnels and no important trestles, but about 12 or l5iron 
bridges will be necessary. 


Alberta.—The bill to amend the acts relating to the 
Alberta Railway & Coal Co., introduced in the Dominion 
Parliament, provides for the ratification of the agree- 
ment by which the company purchased the property of 
the Northwestern Coal & Navigation Co., sanctions the 
issuance of first mortgage debentures to the amount of 
£890,000, and asks for leave to extend the road through 
Crow’s Nest Pass toa point in British Columbia where 
connection can be made with the Canadian Pacific. 


Alleghany & Kinzua.—The company has recently 
begun grading on a few sbort branches in McKean 
County, Pa. Besides this work surveys are being made 
for about 15 miles of new road. One branch will be 
built from Sugar Run Junction southwest into a tract 
of hemlock timber, and another line will be built up the 
main Kinzua Creek from Dunkle to Mead Run, a dis- 
tance of about four miles. 


Arkansas Midland.—The proposed consolidation of 
this road and the Brinkley, Helena & Indian Bay is ex- 
pected to be effected shortly. The recessyry arrange- 
ments have been nearly completed. The gauge of the 
latter road will be changed, and the 35-lb. iron rails will 
be replaced with steel. Many improvements are also to 
be made on the present line of the Arkansas Midland, 
and about 1,000 tons of 56-lb. rails have been purchased 
to be delivered next month. The consolidation of the 
two roads will give a line from Helena to Brinkley, 
Ark., about 70 miles long. The Brinkley, Helena & 
Indian Bay connects with the Arkansas Midland at Pine 
City, and extends north to Brinkley. The six-mile 
branch from Pine City south is to be extended about 10 
miles to Indian Bay, and when the extension is finished 
the line between Clarendon and Indian Bay will be op- 
erated as a separate division. 


Baltimore & Ohio.—The right of way for the pro- 
posed branch to Georgetown is being condemned by the 
county officers of Montgomery County, Md. The line 
is to extend from Linden, near Rockville, on the Metro- 
politan branch, southeast to the Potomac River, above 
Georgetown. The branch will be about 10 miles long. 


Bloomsburg & Sulilivan.—An extension is proposed 
from Jamison City, the northern terminus, north a dis- 
tance of about 15 miles, to a point near Ganoga Lake in 
Luzerne County, Pa. The location has not yet been 
made, but the line will probably be ready for grading 
during the summer. 


Brantford, Waterloo & Lake Erie.—This road, ex- 
tending from Waterford to Brantford, Ont., 16 miles, 
connecting with the Michigan Central at Waterford, 
was some time ago purchased by J. N. Young & Co., of 
Chicago, who have since operated it. Young & Co. are the 
projectors of the Toronto, Hamilton & Buffalo, which 
was to be connected with the Brantford road at Hamil- 
ton. The proposed road has not been built, and, on ac- 
count of the failure of Young & Co. to comply with the 
purchase agreement, the directors have re-taken posses- 
sion of the above road and its rolling stock. 


Buftalo & Geneva.—It is reported that a survey is 
being made for a branch of this road about 10 miles long, 
to begin at a point in Yates County, N. Y., on the main 
line now being built from Geneva, and to extend north 
to Rochester. 

Burlington & Missouri River.—Press dispatches of 
last week have stated that Kilpatrick Bros. & Collins, of 
Beatrice, Neb., will resume work immediately on the ex- 
tension of the branch built last year through Wyoming 
from Newcastle. The construction is to begin near Meri- 
no, and it is proposed to complete the first 30 miles from 
that point northwest toward Buffalo, Wy., to Belle 
Fourche during the summer. This line is being built 
largely to reach the cattle ranches in the northwest part 
of the State. The same firm of contractors is also to 
build a branch to Hot Springs, 8S. D., leaving the Dead- 
wood line at Bradley. It will be about 12 miles long. 


Butte, Anaconda & Pacific.—The organization of 
this company was sgenenerane | oe at Anaconda, 
Mont., May 15. It is proposed to build aline about 25 
miles long from Butte west to Anaconda. The charter 
will probably be filed inafew days. The route is de- 
scribed as from Butte down Silver Bow Creek to the 
head of Deer Lodge Valley, and skirting the foothills to 
Anaconda; thence up Spring Creek to the divide, near 
the source of Flint Creek, southwesterly to the east fork 
of Rock Creek to the Bitter Root River, and following 
the Skalkaho Creek, tothe Bitter Root River, and thence 
to Missoula. 


Calgary & Edmonton.—The rails have been laid from 
the Red Deer River, 93 miles north of Calgary. to Blind 
Man. The last-named stream is now being bridged, and 
the graders are pushing the work some miles beyond to 
Edmonton, Alberta, the northern terminus of the road, 
97 miles beyond the Red Deer River. 


Camden & Alexandria.—The track will probably be 
laid and trains running on this road between Camden 
and El Dorato, Ark., early in June. The distance be- 
tween these points is 21 miles, and the grading has been 
finished for several months. All the track has been laid 
except on the last few miles near El Dorado. The con- 
struction work would have been finished in January but 
nahgsa unforeseen delays. The grading was finished 
ast year, 





Canadian Pacific.—This company has a bill before! 
the Dominion Parliament asking for new powers to, 
lease roads, There are acts of Parliament authorizing 
the owners of subsidiary lines to sell to the Canadian 
Pacific, but, notwithstanding this, the latter company 
cannot buy unless a special act be passed permitt ng it 
to make the purchase. The company therefore asks for 
a general act empowering it to buy a road which Parlia- 
ment has said may be sold to it. Last session a measure 
was brought in asking for powers to acquire lines any- 
where without any distinct authority. This bill was 
not passed. Application is also made by the company 
for power to sell surplus lands and to devote the pro- 
ceeds to the purchase of rolling stock. 


Carolina Midland.—This company has been formed 
by the consolidation of the Blackville, Alston & Newber- 
ry and the Barnwell road. The articles of incorporation 
were filed in South Carolina last week. The capital stock 
is $540,600. The consolidated road extends from Barn- 
well northwest to Seivern, S. C., a distance of 40 miles. 
An extension is to be built from the latter town to con- 
nect with the Righmond & Danville at Batesburg.. The 
Southern Investment Co., of Charleston, S. C., was re- 
cently organized to build various other extensions, in- 
cluding one from Barnwell scuthwest to Allendale, S.C., 
17 miles, upon which the grading is in progress. The 
contractors are J. Macklen & Co., Hayes Bros., and 
Griffith Lionberger, of Barnwell, S. C. 


Charleston, Cincinnati & Chicago.—Respecting 
the statement made last week concerning the line of 
this road between Rutherfordton and Marion, N. C., an 
ofticer writes that the extension was completed in De- 
cember last, before the appointment of the receiver, 
and has since been in operation. The length of the line 
is 25 miles, and the following are the stations: Camps, 
Whisnant, Union Lumber Co., Golden Valley, Weavers, 
Neiisville, Garden’s and Marion. 


Charleston, Clendenin & Sutton.—Sixty-four of the 
leading business men of Charleston, W.Va., have formed 
a company under the above name, and have applied for 
a charter for a road to extend from -Charleston up the 
Elk River Valley to Sutton, Baxter County, connecting 
with the West Virginia & Pittsburgh. A mass meeting 
was held at Charleston last Saturday night at which 
$200,000 was subscribed to the capital stock of the com- 
pany. The capital stock under the charter is $500,000 
and the principal office is to be at Charleston. 


Chattanooga Southern.—The tunnel on this line 
through Pigeon Mountain near Chattanooga was com- 
pleted May 16, The tunnel is over 1,600 ft. long and the 
work has been in progress for nearly two years. The track 
will be laid through it immediately and trains will be 
running over the entire line from Chattanooga to Gads- 
den, Ala., a distance of 90 miles, early in June. 


Chicago & New Orleans.—The contract of Francis 
M. Ferguson, of Evansville, Ind., referred to last week, 
is for the grading, bridging and tracklaying between the 
Ohio River and Farina, Ill., where connection is made 
with the Illinois Central. The distance is about 130 
miles. Mr. Ferguson is the sub-contractor under the 
Central Improvement Co., whose office is at No. 226 La 
Salle street, Chicago, C. P. Moore, of Farina, is the 
Chief Engineer of the company. 

Chicago, Rock Island & Pacific.— Dispatches from 
Omaha state that the Rock Island and the Chicago, Mil- 
waukee & St. Paul have decided upon a iocation for a 
joint bridge across the Missouri River to be located near 
the boundary line between O-naha and South Omaha. 
It is stated that nothing will be done toward building 
until after the decision of the United States Supreme 
Court in the suit of the Rock Island against the Union 
Pacitic, but that the bridge will be built whichever way 
the decision may be. It is also stated that the Rock 
Island has transferred to the St. Paul a half interest in 
a $200,000 tract of land in South Omaha, including station 
grounds and right of way to the river. 


Clarendon, Oklahoma & St. Louis.—The surveys 
will begin shortly for this road through the northwest- 
ern section of Texas. The line begins at Clarendon, on 
the Union Pacific, Denver & Gulf, and will extend east- 
erly to the mouth of the Elm Fork of the Red River at 
the east line of Texas in Collingsworth County, and 
thence a little to the north of east toa point in Okla- 
homa. The route is through a level country and there 
will be very little grading. The maximum grade is 56 
ft. per mile, with maximum curves of four degrees. 
James H. Parks, of Clarendon, Tex., is Chief Engineer. 

Cleveland Belt & 'Terminal.—The company was in- 
corporated in Ohio last week to build a_ belt line 
around Cleveland, O., for passenger and freight traffic. 
The route of the proposed line is as follows: ‘‘Beginning 
at a point on the Cleveland & Canton in Cleveland, be- 
tween the stations of Newburg and Broadway. thence 
northerly, crossing the New York, Pennsylvania & Ohio 
and the Cleveland & Pittsburgh to the New York, Chi- 
cago & St. Louis tracks near Willson avenue, which is to 
be one of the termini; also from the first-named point 
northerly along the Cleveiand & Canton toa point 1,200 
ft. southeast of the Cuyahoga River at Independence 
street, and thence northwest to Lake Erie, near Rocky 
River, in Rockport, which is to be another terminus, 
and also from the Cleveland & Canton road _ through 
the townships of Newburg, Warrensville, East Cleveland 
and Euclid, to a connection with the Lake Shore & 
Michigan Southern at Collinwood, the third terminus.” 
The ineorporators of the company are J. W. Cas- 
singham, Albert Rakusek, M. C. Barber, H. R. Moore 
and E. T. Blood. The old belt line was capitalized at 
$500,000 and the capital steck of the new company will 
be over $1,000,000. The work of construction is in prog- 
ress. 

Concord & Rochester.—The organization of this road 
was completed at a meeting in Concord, N. H., May 16. 
An amended charter for the road was recently granted 
by the New Hampshire legislature. The survey will be 
begun immediately by F. W. Conn, of Concord. The 
road is to extend from Concord northwesterly through 
the towns of Chichester, Epsom, Northwood and Bar- 
rington to the city of Rochester, or toa point on the 
Nashua & Rochester division of the Boston & Maine in 
Barrington. The distance is about 40 miles. 


Coos Bay, Roseburg & Eastern.—A mortgage for 
$2,500,000 has been recently placed on this road, which 
is now being built between Roseburg and Coos Bay, on 
the Pacific coast. The mortgage is to secure an issue of 
six per cent. 30-year bonds, of which the Farmers’ Loan 
and Trust Co., of New York City, is the trustee. The 
bonds are issued on a basis of $25,000 per mile. It is re- 
ported that the entire issue has been sold in London. 

Delaware Terminal.—The bill granting a special 


charter to this company has passed both branches of the 
state legislature. The route is not very clearly defined 





in the charter; it is to be from a point on the Phila- 


delphia, Wilmington & Baltimore near Lewes. in Sussex 
County, northwest to a point on the Maryland state line 
in Newcastle County. 


Eastern Central.—This company, having a capital 
stock of $100,000, was incorporated in Ohio May 20. 
It a consolidation of the Logansport & Chicago, 
which proposes to build a road beginning at Galion 
and ending in Indiana, and the Eastern Central, be- 
ginning at Galion and ending near the village of Oxford, 
Holmes County. The incorporators are H. C. Carhart, 
Wilson Armstrong, Jacob Riblet, A. C. Squire, F. A. 
Keen and W. Stillwell. 


Erie Terminal.—A charter was granted at Harris- 
bugh, Pa., May 18, to this company, which is to build 
a road from a point in the city of Erie, Pa.. to a con- 
nection with the Pittsburgh, Shenango & Lake Erie near 
Girard Junction, Erie County. The length of the road 
willpbe 15 miles. The capital stcck is $150,000. 


Florida.—Bills were introduced in the Legislature 
last week toine-rporate the Lakeland, Mohawk & 
Tavares and the Chipola & Chippewa Lake roads; also to 
extend the time for the completion of the Alabama, 
Florida & Atlanta. 


Glasgow.—It is reported that this road has been re- 
cently sold to an English and Eastern syndicate for 
$150,000. It extends from Glasgow Junction to Glasgow, 
Ky., about 10 miles and is still operated by the Louisville 
& Nashville, though the lease expired in 188] and has not 
been renewed. 


Grand Rapids & Grayling.—This company filed 
articles of incorporation in Michigan, May 15, to build 
the proposed road between Grand Rapids, Grayling and 
Alpena, mentioned last week under New Roads. The 
capital stock is $1,000,000. The names of the incorpor- 
ators were published in our last issue. 


Grand Trunk.—This company has introduced a bill in 
the Dominion Parliament authorizing the construction 
of the line from Glencoe north toa poist .on the Sarnia 
branch at or near Kingscourt, Ont., near Watford. This 
branch is the proposed cut-off to the St. Clair Tunnel to 
relieve the main line. 


Great Northern.—Burns & Chapman, of Spokane, 
Wasb., are letting the balance of the sub-contracts on 
the section of the Pacific extension west of the Kootenay 
River to Chateroy, Wash. The contract of the firm is 
for the grading on 180 miles, and they expect to have 50 
miles completed by Aug. 1, and the entire section early 
in November. Already about 35 miles of the right-of- 
way has been cleared. About 500 men are employed 
altogether. 


Great Northwest Centra!.—It is understood that 
Contractor Charlebois and the officers of the company 
have reached a basis of settlement in the dispute con- 
cerning the completed portion of the road between Bran- 
don, Ont., and Oak River, 50 miles. As soon as the 
questions are settled the company will begin the opera- 
tion of the road as faras built and may also decide to 
begin the construction this year on the further ex- 
tension. 

Harriman Ceal & Lron.—The East Tennessee Land 
Co., which is building this belt road at Harriman, Tenn., 
has completed the tracklaying this year on about one mile 
of new road from the end of track to stone quarries at 
the crossing of the Waldens Ridge Division of the East 
Tennessee, Virginia & Georgia. Work has been com- 
menced on the Brushy Mountain Division, which is to ex- 
tend from De Armond station, in Roane County, on the 
Kast Tennessee, Virginia & Georgia, to the Brushy Moun- 
tain coal fieids. The lineis about 12 miles long and is 
being built by William Kenetick & Co., of St. Louis. 


Hearne & Brazos Valley.—The survey for this road 
is being made by N. J. Williams, of Wanesburg, Mo. 
Preliminary lines will be run from Hearne, Tex., west 
about 10 miles, and thence along the Brazos Valley. The 
clearing of the right of way to the Brazos River will 
probably be commenced in a few days. 


Kansas City, Rich Hill & Eidorado.—This road 
was sold under execution by the Sheriff at Nevada, Mo., 
May 16, to satisfy judgments. The road was bought by 
Attorney Irvin Jordan, representing those who hold 
judgments. It is understood the deed will be made to 
Judge H. Tillotson, representing the First National 
Bank of Nevada, which will pay of the indebtedness 
and probably complete the road. Some grading has 
been done between Nevada and Eldorado. 


Kewaunee, Green Bay & Western.— McIntosh Bros., 
of Milwaukee, Wis, were awarded the contract last 
week for the grading on this road to Green Bay, Wis. 
The road will be about 25 miles long, and wili begin at 
Kewaunee, Wis., and extend westerly through the 
peninsula south of Sturgeon Bay to the town of Green 
Bay. W. J. Abrams, of Green Bay, is President. 


Lancaster, Oxford & Southern —The articles of in- 
corporation for the Maryland Division of the road were 
filed with the Secretary of Maryland this week. The 
capital stock is $200,000. The charter is for the road 
from Oxford to Singerly, on the Philadelphia Division 
of the Baltimore & Ohio road. 


Lehigh & Western.—The charter of this company was 
filed in Pennsylvania last week. The company proposes 
to build a road from a point near White Haven. in 
Luzerne county, Pa., to a point near Berwick, Columbia 
county, Pa. The length of road is to be 35 miles. The 
capital stock is $1,000,000. R. T. McCabe, New York 
City, is President. 


Little Fails & Doigeville.—A copy of a mortgage in 
favor of the Metropolitan Trust Co. of New York has 
been recorded in the County Cleri’s office at Herkimer, 
N. Y. The mortgage is given to secure first mortgage 
bonds amounting to $250,000, and it covers all the road 
between Little Falls and Dolgeville, N. Y. 


Long Island.— About 16 miles of second track is being 
constructed this year on the eastern lines of this road. 
About ten miles will be built on the Montauk Division 
between Pearsalls and Massapequa, N. Y. The balance 
is on the main line between Mineola and Hicksville. C. 
L. Rehill, of Jersey City, has the contract for the 
work. 

Maine Shore Line.—At electiors held in Washington 
County, Maine, this week, the proposition to aid this 
road by guaranteeing its bonds was carried. The county 
commissioners are authorized to guarantee the interest 
upon $650,000 of the first-mortgage bonds of the com- 
pany, at five per cent. for 35 years. The plans proposed 
provide for lines to start from the Maine Central at Han- 
cock, the arm of the sea being bridged across to Sullivan, 
and continuing along the shore to South Charlotte, 
where the line will divide, one branch going to Eastport 
and the other to Calais, : 
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_ Manistique & Northwestern.—This company, whose 
incorporation in Michigan was noted last week, proposes 
to build a road from Manistique to Negaunee and Ish- 
pomion. The incorporators are H. Duval, W. D. Hall, J. 
. Mersean, G. H. Orr and Martin H. Quick, of Manis- 
tique, Mich.: R. M. Cherrie, of Chicago, and A. Watson, 
of Painted Post, N. Y. The capital stock is $1,000,000. 


Mantane.—The officers of this company state that the 
surveys for the road will soon be commenced. The line 
is to extend from Mantane to Metis, a distance of about 
30 miles. The company has a subsidy from the local 
government of 10,000 acres of land per mile, and has ap- 
piied for aid from the Dominion administration also. 


Mexican International.—It is announced in the 
Mexican papers that the company proposes to begin 
work at once on the extension to Durango, and that 
large contracts for crossties for the extension have 
been recently let. The surveys of the line were njade a 
year ago and the location approved by the Department 
of Public Works of Mexico. he extension will be from 
the southern terminus of the road at Torreon south to 
Durango, about 100 miles. 


Mexican Roads.—The Department of Public Works 
of Mexico has granted a concession to Delfin San- 
chez & Co. for a road between Iziicar de Matamoras and 
Acapulco. The concession carries with it the obligation 
to build a branch from a point between the stations of 
Ayotla and La Compaiifa through Riofrio,to connect with 
the line between San Martin Texmeltican and Puebla. 
Surveys must begin at once and construction within ten 
months. The government guarantees a net profit of 
seven per cent. on the cost of the line and its equipment 
for 35 years, the amount specified to be devoted to the 
payment of interest and the liquidation of mortgage 
bonds. When the road earns over seven per cent. net 
the excess is to be equally divided between the govern- 
ment and the company. 


Mexican Valley.—This company has been incorporated 
at Des Moines, Iowa, with a capital of $1,000,000, to build 
and maintain railroads in the Valley of Mexico. The 
Mexican Federal District road has also been incorporated 
in the same city with a capital of $1,000,000, to build 
railroads in the Federal District of Mexico. 


Missouri Pacific.—The track on the Plattsmouth cut- 
off was laid to within five miles of Plattsmouth, Neb., 
May 16, and the ofticers expect to complete the tracklay- 
ing this week. The branch extends from Union north 
through Murray to the Missouri River at Plattsmouth. 


Monterey & Mexican Gulf.—The tracklaying south 
of Victoria on the last section to Tampico will probably 
be finally completed by Aug. 1. At the first of the 
month about 40 miles of road remained to be finished 
and the material for the entire distance has been de- 
livered. The road is over 320 miles long, from Monterey 
” A. oe The formal opening of the line will occur 
Sept. 16. 


Montrea! & Atlantic.—The bill to incorporate the 
bondholders of the Southeastern Railroad under this 
name has passed its second reading in the Dominion 
Parliament. The act provides that the new company 
may acquire the\present line of the Southeastern, whic 
is operated by the Canadian Pacific; that the capital 
stock shall be $3,200,000, equal to the unpaid principal 
and interest of the company’s bonds; that the bond- 
holders shall in due course be classed as shareholders of 
the new company. 


Mount Moosilauke.—The survey has just been com- 
pleted for this road, which it is proposed to build to the 
summit of Mt. Moosilauke. The road begins at Warren, 
N. H., on the Concord & Montreal, and will be 20 miles 
long. The line up Mt. Moosilauke will be a cog-wheel 
road. The mountain is about 4,815 feet high to its sum- 
mit. F. W. Conn, of Concord, is the Chief Engineer. 


Newport & Shermans Valley.—About seven miles of 
track has been laid on this road this year on the exten- 
sion from Bloomfield Junction to Loysville, Pa. The 
line is being extended still further southwest of J.oys- 
ville to Blain, Pa.,adistance of 10 miles. Samuel H. 
Gring, of Reading, Pa., has the contract for building the 
extension. The terminus of the road is to be ata point 
about four miles southwest of New Germantown and 
about 16 miles beyond Loysville. 


New York & New Engiand.-—A bill is now before 
the Massachusetts legislature authorizing the company 
to build the extension of its Providence & Springneld 
division into Massachusetts, to connect with the New 
York & New England in the town of Douglas, near the 
intersection of the boundary lines of Massachusetts, 
Connecticut and Rhode Island. 


New York, New Haven & Hartford.—The four- 
tracking of the road is now being done between Bridge- 
port, Conn., and Southport. About 200 men are working 
near the Mill Plain crossing, where the tracks have been. 
elevated about 10ft. Two new tracks have been laid 
from Fairfield west to Lockwood’s The bridge, which 
will span the tracks at the Fairfield station, will be the 
largest between Bridgeport and Norwalk. Southport 
will have two stations, one for east-hound and one for 
west-bound trains. 


North Mexican Pacific.—A. M. bmg of Colonia 
Diaz, Mex., has taken the contract for the grading of 
this line from a point nine miles south of Palomas, 
Mex., to Corralitos, a distance of 90 miles. 


Oaxaca Coa'.—The concession granted to Jose Arco 
for the construction of this line has been signed by the 
Department of Public Works of Mexico. The line is to 
be standard gauge and is to extend from Puebla and 
pass through Huajuapam to the Rio Verde River, where 
it is navigable to the Pacific Ocean, with the right to 
build branches to coal and iron beds in the State of 
Oaxaca. In each two years at least 100 kilometres of line 
must be built. A subsidy of $8,000 per kilometre is given, 
payable in six per cent. subvention bonds. 


Omaha, Kansas Central & Gaiveston.—Previous 
articles in these columns have kept our readers posted 
as to the progress made with this project. The company 
was incorporated last fall to build a road, as stated in 
the charter, from the north line of Kansas to Galveston. 
During the winter and spring preliminary surveys have 
been completed through Kansas and the Oklahoma ter- 
ritory, from Lyons, Kan. ‘The engineers have made the 
surveys, profiles, maps and estimates, and they report a 
that the line will be very easy to construct. The General 
Manager writes that the route in Kansas passes rena 
the following towns and counties: Lovewell and Randall, 
in Jewell County; Beloit and Saltville, in Mitchell County; 
Barnard and Lincoln Center, in Lincoln ; Ellsworth, in 
Ellsworth; Frederick, Lyons and Alden, in Rice; Plevna, 











in Reno; Laredo and Rochester, in ye Attica 
and Ruella, in Harper; thence to the erokee Out- 
let, directly south of Ruella, and southeasterly across the 
strip, crossing the Rock Island road at the north line of 
Oklahoma territory. The line continues due south to 
Frisco, to Oklahoma City, and parallel to the Santa Fe 
road to Lexington, opposite Purcell, and along the South 
Canadian River in the Pottawatomie Reservation; east- 
erly to the crossing of the South Canadian River to the 
Chickasaw nation’s lands, southerly to the Stonewall 
coal region and south eight miles east of Tishimingoand 
thence nearly directly South to Denison, Tex. From this 
— the route is to be to Greenville, Kaufman, Fair- 

eld, Buffalo, Madisonville, Thorpe’s Mill and Houston 
to Galveston. From the South Canadian River the line 
runs alternately through forests. and prairies. Statis- 
tics prepared by the company show that the tier of coun- 
ties in Kansas through which this road is projectedJs 
the most productive in the state both for corn, wheat 
and other cereals. the line going through the centre of 
the wheat belt. The engineers report Oklahoma to be a 
very productive country, with the appearance of hav- 

ing been settled 20 years instead of a little over two. 
Farm houses and surroundings are about as good on the 
average as those in Kansas, and the territory was thick- 
ly settled along the survey. The headquarters of the 
company are at Lyons, in the salt belt of Kansas. It is 
contemplated to eommence the construction of the road 
from Kansas south in June. 


Pacific Short Line.—The foreclosure sale of this road 
under the decree of the United States District Court in 
Nebraska has been announced as to take place this 
month. The division to be sold under the decree is the 
line now in operation from South Sioux City to O'Neill, 
Neb., 130 miles. 


Peninsula Railway & Navigation Co.—-This com- 
any, which last fall began the construction of a road 
our m:les loug between Allyn and Bergen, Wash., on 
Hood's Canal, will probably resume work very soon. 
Two miles of the road is graded. Its object is to divert 
Hood's Canai business to Tacoma via the Tacoma-Allyn 
line of steamers. The road is to extend from Allyn to 
Union City, Wash., 16 miles. 


Philadelphia Market Street Elevated. — The 
Mayor of the ~~ of Philadelphia has advertised 
for <— for building an elevated railroad in that 
city. Tbe contract provides for a double-track structure 
in the middle of Market street, from the Delaware River 
to Juniper street, on Juniper street to South Penn 
Square, on South Penn square to Broad street, on Broad 
street to Market street, and in the middle of Market 
street to Sixty-third street, the route being in a direct 
line on Market street and skirting half of the City Hall 
on Penn Square. Before any bid will be received a bond 
for $500,000 must be filed forthe faithful performance of 
the work, and. the accepted bidder must file bonds 
aggregating $2,075,000. The bids close at the office of the 
Mayor of Philadelphia on June 16, 1891. 


Philadelphia & Reading Terminai.—A_ contract 
has been executed with J. J. Ryan & Co., of Philadelphia, 
for the masonry of the road extending from Cherry 
street, between Eleventh and Twelfth streets, north- 
ward to Ninth street and Fairmount avenue,and including 
the branch line from Callowhill street east of Twelfth 
street to Broad and Noble streets. Messrs. Ryan & Co.’s 
bid was accepted in the award made a short time since 
for the work between Eleventh and Twelfth streets, 
from Carlton to Callowhill, and thence to Ninth street 
and Fairmount avenue on the main line, and the Penn- 
sylvania branch from Twelfth and Callowhill to Broad 
and Noble streets. The rest of the work was awarded 
to Samuel Hart & Son, but they declined to accept the 
terms of the contract, and hence a new contract was en- 
tered into with Ryan & Co., covering all the masonry 
work northward from Cherry street. 


Philadelphia & Seashore.—-The negotiations, which 
have been pending for several weeks between the direc- 
tors of the company and several railroad contractors, 
have resulted in an agreement whereby Hobart & Howe, 
of New York City, will undertake the completion of the 
unfinished lines to Sea Isle City and Cape May, N. J. 
Work will be commenced this week on_ the Sea Isle line 
from Tuckahoe, which it is agreed shall be completed in 
July. President Morris Boney states that the neces- 
sary legal steps will at once be taken looking to a 
consolidation of the two companies, and that as soon 
as this is perfected a large force of men will be placed 
on the Cape May line. 


egy Washington & Southern.—Thomas M. 
Jackson, Chief Engineer of this road, and John L. John- 
son with a corps of engineers have begun new 
surveys for the road from Mannington, Marion County, 
W. Va., via Blacksville, to the Kanawha Valley. They 
will soon put two more engineering corps on the route 
and propose to have these surveys completed by July. 


Pittsburgh & Western.—At present there is about 10 
miles of double-track on the main line between Alle- 
gheny and Newcastle Junction, Pa., a distance of 57 
miles. Five miles of this is on the Elwood branch and 
five miles between Downeyville and Newcastle. It is 
stated that the company proposes to complete this year 
a large portion of the second track between Allegheny 
and Newcastle, and that « large force will be put on the 
work in a few weeks. Part of the proceeds of the 
$2,000,000 of bonds recently just authorized are to be de- 
voted to this work. 


Port Reading.— Work on this extension on the Phila- 
delphia & Reading from Bound Brook to the Arthur Kili 
is now well under way ant preening: satisfactorily. The 
first 10 miles of the road. from Bound Brook, N. J., east- 
ward, is under contract to Nolan Brothers,of Reading, Pa. 
Two miles of grading has already been completed, and 
the abutments and some of the ey of the bridge cross- 
ing the Raritan River are finished. It is expected that 
the entire masonry work of that structure will be com- 
pleted by June 1. A. J. McBean has the contract for the 
construction of the last nine miles of the road and 
the terminals at Port Reading. He has been a 
back somewhat by the delay in securing the right 
of way for the line, but he has now begun 
operations on his divisicn. The line will probably 
be in operation by January 1 next. W. Hunter, Assist- 
ant Chief Engineer of the Philadelphia & Reading, has 
charge of the work. 


Rio Grande Southern.—The as on the line 
south of Telluride commenced about 10 days ago at 
Vance Junction, Col., on the main line, near the junction 
of the branch which extends east to Telluride. Abuut 100 
men are at work at present south of Vance Junction, 
formerly called Ilium, but it is proposed to largely in- 
crease this force in a few weeks. The track is to be laid 
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to Rico immediately. Some work may also be done on 
the southern division between Rico and Durango. The 
work to be done this year wilt be easy. The maximum 
grade will not men! two per cent., and the maximum 
curves will be 10 degrees. 


Rio Grande Western.—H. T. Reynolds, of Springfield, 
Utah, who has the contract for the narrow-gauge exten- 
sion through the Sevier Valley, has the road completed 
and the track laid on the tirst 15 miles south of Manti, the 
present terminus of the branch. Ground has been broken 
as far south as Salina, and the grading is in progress on 
nearly all the sections between the two towns. The 
track will probably be laid to Salina early in July. 


St. Louis, Cape Girardeau & Fort Smith.—This 
company was organized at Cape Girardeau, Mo., May 16. 
It isa reorganization of the Cape Girardeau South west- 
ern, which is at present in operation between Cape 
Girardeau, on the Missouri River, and Hunter, Mo., 94 
miles. It is proposed to extend the road from Hunter 
southwest to Northern Arkansas and thence towards 
Fort Smith. The survey was begun last week. The cap- 
ital stock is $7,000,000, that of the old company being 
$2,500,000. 


Salt Lake, Colorado & Gulf.—The company was in- 
corpurated in Colorado last week. The capital stock is 
$100,000. The line of road to be built extends from Fort 
Wingate, N. M., to Cortez, in the Montezuma 
Valley of Colorado, thence to Salt Lake City. Branches 
are to-be built to Rico and Durango, Col., and to Bluff 
City, Utah. The principal office is at Cortez, Col. 


Sioux City, Madison & Northern—The company was 
incorporated in South Dakota last week, to build a road 
from Garretson’s, S. D., through Dell Rapids and Madison 
to Minot, N. D. This is the route projected for the ex- 
tension of the Sioux City & Northern from its present 
terminus at Garretson’s, and the incorporators are direc- 
tors of the latter company. The survey for the new line 
is to be made this summer by E. D. Vincent, of Sioux 
City. 

Spokane & Southern.—The company has been formed 
to build a road in Washington, Idaho and Oregon. The 
main line will run from Spokane south, to a point on the 
Snake River. The capital stock is $1,000,000, 


Suburban Rapid Transit.— Considerable work has 
been done within the last few weeks on the extension of 
this elevated road above its present terminus at One 
Hundred and Seventieth Street, New York City. The 
structure is now erected up to about One Hundred and 
Seventy-fourth Street, and it is neues to have it com 
pleted as far as Tremont by July 1. When the work now 
under way is completed, to Tremont, the line may be ex- 
tended about a mile further north to Fordham. Con- 
nection has been practically completed between the 
elevated structure and the New York, New Haven & 
Hartford road, and by June 1it is expected that rapid- 
transit trains will be run from One Hundred and Twenty- 
ninth Street to New Rochelle. 


‘Temisrouata.—This company is applying to the Do- 
minion Parliament for the subsidy allotted to them of 
$2,000,000, $10,000 a mile for 200 miles of the extension of 
the road to Moncton, N. B. It is reported that an agree- 
ment with the Grand Trunk to lease and operate the 
road has been practically closed. 


Tintic Range.—Articles of incorporation of this 
branch road were filed in Utah, May 11. The capital 
stock is $1,625,000, and the line is to be 65 miles long, ex- 
tending from a point on the Rio Grande Western be- 
tween Provo and Spanish Forks in a general southwest’ 
erly direction to Goshen, thence across the Kast Tintic 
Mountains, westerly, via Homansville Pass, and to tbe 
Tintic mining district in Juab County, to near Kureka, 
and thence to Mammoth Hollow, with branches to 
mines. Of the capital stock $975,000 is preferred and 
$650,000 is common stock. Theroad is to be a branch of 
the Rio Grande Western. 


Trenton Cut-off.—The last rails connecting the sec- 
tions of the Pennsylvania Cut-off Road between the 
Schuylkill and Delaware Rivers were laid a few days 
ago. Two forces of men were at work on the road, one 
working west from Morrisville and the other going east 
from the long bridge over the Schuylkill below Norris- 
town. The connection was made near Hatboro, Bucks 
county. A single track now extends from _one river to 
the other, crossing both Montgomery and Bucks coun- 
ties in a line almost straight. An additional track has 
been laid part way, and work on it will be completed at 
once. The material used in its construction is being 
transported over the track now laid. All the bridges 
have been constructed for two tracks, while 
many of the excavations have been made wide enough 
for four tracks. The company expects to have trains 
running oyer the road from Morrisville to Glen Lock 
some time in the coming fall. 


Valley (Montana).—John Brady, of Helena, Mont., 
was recently awarded the contract for the grading on 
this road from Helena northeasterly to the Missouri 
River across the Prickly Pear Valley. The length is 17 
miles. The line is definitely located and railroad buiid- 
ing was to have begun May 18. The contract for the 
tracklaying will be let within a month. The gending to 
be done is mostly earth work with some loose rock. The 
maximum grade is two per cent. and the maximu:n 
curves are eight degrees. No bonds will be issued for this 
section of the road,sufficient stock having been subscribed 
by business men of Helena to complete the road to the 
Missouri River. The officers of the company believe that 
the road may prove to be quite important in the near 
future, as some of the — deposits of carbonate ore 
that have ever been discovered are being developed at 
the new mining camp of Castle, 75 miles from the north- 
ern terminus. It is said by mining men that this camp 
will prove to be a second Leadville, and it is important 
to the business interests of Helena that communication 
be established between that point and the city. The 
names of the officers are given in another column. 


Vanegas, Rio Verde & Cedral.—It is proposed to ex- 
tend this line to Tula de Tamaulipas, Mex., a place of 
considerable importance not now connected with rail- 
roads. The region to be traversed by the extension is well 
populated and fertile. 


West Virginia & Pittsburgh.—A corps of engineers 
under Major William Harry and W.W. Joliffe left Brax- 
ton C. H., W. Va., last week for the mouth of Williams 
River, where they begin the survey of the line of the 

roposed extension from Braxton, C. H., to Covington, 

a. Another engineering corps is working from the 
southern end of the line. 

Winona Terminal.—The company was incorporated 
in Minnesota, May 11, with a capital stock of $500,000, 
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Its object is to acquire and operate terminal facilities 
for railroads and build connecting tracks, steamboat 
docks and warehouses in Winona. The following are 
the officers: William H. Laird, -President: R. D. Cone, 
Vice-President; H. M. Lamberton, Secretary and Treas- 
urer. 


Winnipeg & Hudson’s Bay.—President Southerland 
has been at Ottawa for the last ten days negotiating 
with Mr. Mackenzie, representing Ross, Mann & Holt, 
contractors, for a settlement of the disputes in reference 
to the Hudson’s Bay road. An agreement for the with- 
drawal of all legal proceedings on both sides has been 
arrived at, and hereafter Mr. Southerland will have the 
co-operation and support of the firm of contractors. It is 
understood that a similar settlement has been made 
with the West Cumberland Steel Co. of England, The 
Dominion Government has promised that it will pre- 
pare a bill ratifying the subsidy of $80,000 a year for 20 

ears, for which an Order-in-Council has been passed. 
Mr. Southerland leaves for England in a few days with 
a view of completing financial arrangements for the 
construction of the road. 








GENERAL RAILROAD NEWS. 


Atchison, Topeka & Santa Fe.—The gross earnings, 
operating expenses (exclusive of taxes and rentals) and 
net earnings of the road and its auxiliary lines for March 
were as follows: 





Gross Oper. Net Oper. 
earn. expen. earn. mileage. 
Roads owned and con- 
en eee . .. $2,422,604 $1,701,560 $721,044 6,527 
Roads jointly owned, 
Atehison's one-half.... 151,214 145,276 5,938 587 
Total Atchison system. $2,573,818 $1,846,836 $726,982 7,114 
St. Louis & San Francisco ; ’ 
Roads owned and con- 
eee eee $505,347 
Roads jointly owned with 
Atchison, ’Frisco Com- 
pany’s one-half......... 148,746 


$310,655 $164,692 1,329 


142,065 6,681 536 
Total ’Frisco system... $654,095 $482,720 $171,373 1,865 
Aggregate both systems. 3 227,910 2,329,556 898,354 8,979 
The following is the comparative statement of all lines: 


Atchison system: 
Gross Net. Gross Net 

earnings. earnings. earnings. earnings. Mileage 
Mar., t891, $2.573,818 $726,982 $361.78 $102.19 7,114 
Mar., 1800, _ 2,625,142 871,760 369.21 122.61 7,110 
In. or dec. D. $51,324 D $144,778 D. $7.43 D. $20.42 1, 4.18 
’Frisco system: . 
Mar., 1891, $551,093  $171.373 
Mar.. 1890, 619,465 233,338 
In. or dec, I. $34,618 D. $61,965 
Agaregated general system: 
Mar., 1891, $357 911 $898,355 $359 46 

1,105 098 36 


$350.68 $91.88 1 22 
333.88 125.77 1,855.37 
1.$.680 D. $33.89 I. 


9. 
$100.04 = 8,979.62 
Mar., 1890, _ 3,244,607 . 361.90 123.26 
In. or dec. D. $16,696 D. $206,743 D. $2.44 D. $23.22 I. 14.03 


Baltimore & Ohio,—The montbly report shows the 
earnings and expenses for April, 1891, compared with 
April, 1890, to be as follows: Earnings, 1890, $1,994,482 ; 
1891, $1,892,U89, a decrease of $102,393; expenses, 1890, 
$1,436,787 ; 1891, $1,303,562, a decrease of $133,225; net 
earnings, 1890, $558,695, and 1891, $588,027, an increase of 
$29,332. Earnings and expenses for the seven months of 
the fiscal year 1890-91 compared with the same months 
of the fiscal year 1889-90: Earnings, 1890, $13,975,086, and 
1891, $13,600,098, a decrease of $374,988; expenses, 1890, 
$9,690,366, and 1891. $9,656,717, a decrease of $33,649; net 
earnings, 1890, $4,284,720, and 1891, $3,043,381, a decrease 
of $241,339, 


Canadian Pacific.—The company will cease operating 
the line between Farnham and St. Lambert. Que., in 
June, and it is said that the Montreal, Portland & Bos- 
ton, which now owns the line, will operate it. 


Chicago, Peoria & St. Louis.—The Secretary of State 
of Illinois has recorded the consolidation of the Chicago, 
Peoria & St. Louis and the St. Louis & Northern, under 
the name of the first-mentioned corporation. The capi- 
tal stock of the consolidated company is $3,500,000, and 
the principal office is at Jacksonville. ‘lhe first board of 
directors is: Issac L. Morrison, William S. Hook, L. 
Mareus Hook avd Francis Hook, of Jacksonville, Ill.,and 
William T. Barbee, of Lafayette, Ind. The road is part 
of the Jacksonville Southeastern Line. The St. Louis & 
Northern was recently incorporated. 


Lockport & Buffalo.—The long pending contest be- 
tween this road and the Erie Company, over the pay- 
ment of an existing indebtedness of about $44,000, has 
been compromised. The former company has accepted 
the terms of the Erie, which agrees to pay half of the in- 
debtedness, or $22,000, and the half-yearly rental due on 
April 1, amounting to $4,550. 


London & Port Stanley.—The city of London, Ont., 
is petitioning the Dominion Parliament for power 
to sell this road. The city holds about $650,000 of bonds 
in the road and no interest or Te has been paid. 
It therefore asks to be allowed to sell its interest. The 
road extends from London to Port Stanley, Ont., 24 
miles, and is operated by the Grand Trunk. 

New York Central & Hudson River.—The follow- 
ing statement of the earning and operating expenses 
has been issued: 

Three months to March 31: 














1891, 1890. Inc. or dec 
Gross earnings........ $8,988,176 $8,573,780 I. 414.395 
Oper. expen .......... 5,975,439 5,718,159. 257,280 
P. c. expen to ea! 66.5 , OS 
Net earnings......... $3,012,737 $2,855,621 I $157,115 
Fixed charges....... 2,184,850 1,965,420 I 219,430 
PREG sp iics caescecesene $827,887 $890,201 D. 62,315 
pi ane 894,283 aS 
Deficiency........... $66,396 $4,082 I. 62,315 
Nine months to March 31: 
> 1890. Inc. or dec. 
Gross earnings........ $27,514,866 $27,800,234 D. $335,368 
Oper. expenses........ 18,498,942 18,310,689 I, 188,254 
P. c. expen. to earn... ae ea eee 
Net earnings........ $9,015,923 $9,539,545 D. $523,621 
Fixed charges....... 6,381,250 5,909,121. 472,129 
i EL ETO $2,634,673 $3,650,424 D. $995,751 
BOVERORE, Bicikccinivs 2,682,849 3,129,990 LI. 447,141 
Surplus (deficit)..... $48,176 $500,434 I. $548,610 


The operations of the Rome, Watertown & Ogdens- 
burg are included since March 15, 1891. 


Pacific of Missouri.—It is announced that the Mis- 
souri Pacific has decided to extend at five per cent., until 
July 1, 1988, the $2,573,000 second mortgage gold bonds 





of this road, which mature on July 1 next. The present 
security and lien will remain in full force. The company 
has.made arrangements with Vermilye & Co., of New 
York, on behalf of a syndicate, to purchase the bonds at 
par at maturity and to extend the same on their ac- 
count. 


St. Louis Southwestern—The receivers of the property 
of the St. Louis, Arkansas & Texas Co. in Arkansas and 
Missouri, by direction of the United States District Cir- 
cuit Courts of Missouri, Arkansas and Louisiana, trans- 
ferred the possession of all the property on May 18 to the 
reorganized company. The linesin Texas have been re- 
organized as the St. Louis Southwestern of Texas. 


Tyler Southwestern.—The receivers of the property of 
the Kansas & Gulf Short Line Railroad, by direction of 
the United States District Circuit Courts of Texas trans- 
ferred the possession of all the property of the company 
to the above company on May 18. 


Union Pacific.—The officers and directors of the 
road engaged in considering the proposed 
issue of new bonds have decided to issue about 
$10,000,000 at once. The bonds will be collateral trust 
with a mortgage clause, and will bear five per cent in- 
terest. As yet it is uncertain as to whether they will be 
ottered to the stockholders. In any event, they will be 
underwritten by a private syndicate, and if not offered 
to the stockholders will be bought outright by the syn- 
dicate. It is stated that the net floating debt of the 
company which it is proposed to fund with these bonds 
amounts to about $8,000,000. 

The following statement gives the earnings of the 
entire system and of the Oregon Shore Line & Utah 
Northern for March and the first quarter of the year: 


TOTAL UNION PACIFIC SYSTEM. 

















Month of March. 1891. Inc. or dec 
I. oics xn eventos a 8,144 8,042 I. 102 
Gross earnings.............. $3,272,986 $3,658,300 D. $385,314 
Oper. expenses.............. 2,257,171 2,531,821 D. 274,650 

ON ONINR so iuivins o<dnareks $1,015,015 $1,126,479 DD. $110,664 

Since Jan. 1. 

Gross earnings.............. $9,167,386 $8,957,109 I. $210,277 

MIDGET. GRWOREOR. «occ cscs. 6,461,554 6,800,761 D. 336,207 

eee oe ee $2,702,832 $2,156,348 I. $546,484 
OREGON SHORT LINE & UTAH NORTHERN. 

Month of March. 1891. 1890. Inc. or dec. | 
OS Sar 1,422 1,399 A 23 
Gross earnings...........++6 $616,610 $646,269 D. $29,859 
Oper. expenses.............. 387,146 434,573 D. 47,427 

PE ns wks cnacdwoa' $229,464 $211,996 I. $17,768 

Since Jan. 1. 

Gross earnings.............. $1.793,914 $1,380,322 I. $413,592 
Oper. expenses.............. 1,081,425 1,095,270 D. 13,845 
MORNE iss 6 cscdav scabies $712,489 $285,052 I. $427,437 


Zanesville, Mount Vernon & Marion.—The Mercan- 
tile Trust Co., of New York, trustee of this road, has 
brought suit at Zanesville, O., to foreclose its mortgage 
for $225,000 on account of the default in payment of in- 
terest. 








TRAFFIC. 





Chicago Traffic Matters. 
CHICAGO, May 20, 1891. 

Considerable speculation is being indulged in as to 
just how erfective the so-called ‘‘boycott” against the 
Alton is proving. Friends of the Alton continue to 
assert that with the probable exception of the Pennsyl- 
vania and New York Central the other lines are in fact 
not enforcing their instructions to agents to carry out the 
orders of the Board of Rulings. Some of the western 
lines are likely to get restless if they are satisfied that 
this is the case, as it will directly affect them, while aid- 
ing instead of hindering the Alton in the carrying out 
of its policy. 

The order restoring rates from St. Louis to Kansas 
City and from St. Louis to Chicago went into effect at 
midnight May 16. The Wabash, Burlington, Atchison and 
Illinois Central advanced their rates in compliance with 
the orders of the Chairman of the Western Passenger 
Association, but the Alton did not. A complaint against 
the Alton has been made with a request to be allowed to 
meet the uvauthorized rates of that road. This has been 
granted, ana the rates will go back to the figures in effect 
prior to May 16. Chairman Finley can now fine the Alton 
for violation of the association agreement, in which case 
that road will probably take an appeal to arbitration, on 
the ground that the action of the Chairman in restoring 
rates was not authorized by the agreement. 

A conference was held May 15 between the railroads 
and the live stock, dressed beef and provision shippers 
at which resolutions were adopted that the division of 
dressed meats and live stock shipments by the co-opera- 
tive action of the carriers is practicable and desirabie as 
best calculated to secure stable, uniform and reasonable 
rates. It appears, though, that the action was not 
unanimous, and another meeting has been called for May 
25 by the committee of packers appointed at that meet- 
ing. 

The Central Traffic Association has adopted the usual 
resolution in regard to the carriage of exhibits to and 
from the World’s Columbian Exposition at half rates, 
but with a proviso that a release be given by owners 
limiting the liability of carriers to one-half of the ordi- 
nary responsibility attached to the transportation of the 
samefreight. Horses and other valuable animals are to 
be charged tariff rates in both directions. 


The Central Traffic Association lines have voted that , 


they will not in any way tolerate or encourage the so- 


called harvest or home-seekers’ excursions, on the ground | 


that they subserve no public good and render unstable 
established rates. 

The Western Passenger Association has decided to 
make summer tourist rates on the basis of 80 per cent. of 
the combined locals. The Alton objected to the proposi- 
tion to make the St. Louis and St. Paul rates on a basis 
ot 75 per cent. while making the rates between other 
points more, but voted for the 80 per cent. basis. 

The first carload of California cherries for the Chicago 
raarket arrived last week,coming over the Union Pacitic- 
Northwestern line. : 

The joint committee of the Trunk Line and Central 
Traftic Associations have agreed that a clause shall be 

rinted upon all tariffs issued in joint territory as fol- 

ows: 

Under this tariff when freight is to be loaded by consignor or 
unloaded by consignee, $1 per car per day or fraction thereof 
for delay beyond 48 hours in loading or unloading will be added 
to the rates named herein and constitute a part of the total 
charges to be collected by the carrier on the property; except, 
however, when in conflict with rules of Car Service Associa- 
tions at destination, in which case the car service regulations 
shall prevail, 


Traffic Notes. 


It is reported that some of the Canadian roads have 
been altering freight classifications, involving of course 
changes in rates, without the approval of the Governor 
in Council, which the law requires. 


Negotiations are being had between the Trunk lines 
and the Canadian Pacific which it is hoped will lead to 
getting the latter road into the clearing house for the 
division of emigrants at New York City. 

The Pacific Fast Fruit Line has been organized by men 
connected with the Atchison, Topeka & Santa Fe at 
Topeka, Kan. The specific business of the company ap- 
0 gi is to furnish refrigerator cars to the Atchison 
road. 


| Tbe Norfolk & Western has revised its passenger 
tariff, and will put a new schedule into effect on June 1. 
First-class fare is reduced from 34 to 3 cents per mile; 
second-class from 3 to 2.7 cents; a reduction of 14 per cent. 
in first-class fare and 10 per cent. in second class. 

The New York Central and the Erie have apparently 
adopted a policy similar to that of the Lehigh Valley in 
carrying grain from Buffalo tu New York City at very 
low rates in order to take it away from the canal boats. 





| 


It is said that several million bushels of wheat are being 


| carried at about 9 cents per 100 pounds. 


| The roads between Chicago and St. Paul, whose pas- 
senger traftic is now reported to a committee for equali- 
| zation, have adopted, as one mode of diverting trattic, 
the plan of agreeing upon one or t-vo lines to take cer- 
| tain classes of excursion traffic which ordinarily would 
| be divided among all the lines. The political conference 
| that met in Cincinnati May 19 was told by the Chair- 
| man of the Western States Passenger Association that 
half-fare rates would be granted between St. Paul and 
| Chicago by only one road, the Chicago, Burlington & 
| Northern. 
| The Inter-State Commerce Commission has, in an opin- 
|ion by Chairman Cooley, announced its decision in the 
| case of Beaver & Co., manufacturers of soap at Dayton, 
| Ohio, against the Pittsburg, Cincinnati & St. Louis and 
| sixteen other roads, in favor of the complainant. The 
points decided are briefly as follows: Where two kinds 
| of soap are made use of for the same purposes and are 
| advertised and held out to the world as suited for like 
| purposes and are substantially equal in value, they 





| Should both, for the purposes of transportation and 
rating, be placed in the same classification. Where two 
soaps are represented as suitable for laundry and also 
for toilet purposes, and both are used for those purposes, 
it would be unjust discrimination to place one of them 
in a classification as toilet soap and the other in a much 
lower classification as laundry soap. 

| The fruit handlers belonging tothe Philadelphia Pro- 
duce Exchange have, under advice of counsel, deter- 
mined to unite to demand redress of certain grievances 
against the railroads bringing fruit from the South. 
They have resolved to pay no lump freight bills; to re- 
quire bills to bear shippers’ name and _ itemized freight 
charges; to refuse to pay a higher rate of freight than 
that named in the bili of lading; to protest against the 
diversion of freight to any other route than that se- 
lected by the shipper ard to claim damages for any loss 
resulting therefrom; todemand payment of damages 
for losses caused by delay or improper handling; to ren- 
der bills at selling price for shortages in shipments, al- 
lowing no discount, and to appoint a committee to 
consider all agreements and an inspector to visit trans- 
| portation depots and docks and represent the ex- 
|change. The chief grievance of the fruit handlers at 
| present is that the Pennsylvania, on account of com- 
| petition with the Clyde Line, unioads Norfolk freight 
_ first instead of unloading trains in order as they come in. 





Interstate Commerce Commission, 


| Interstate Commerce Commissioners Iforrison, Bragg, 
Veazey and Knapp are making a circuit to the Pacific 
Coast and return, and will hear cases and make investiga- 
| tions at various points on the route. They will beat the 
following places, and probably for the time set opposite 
| to each: 

St. Paul, May 21 and 22; Fargo, N. D., May 23; Spokane 
Falls, Wash., May 26 to 30; Tacoma, May 31 to June 3; 
Portland. June 4 to 5; San Francisco, June 7 to June 9; 
Salt Lake City and Denver, about June 11 and 13; Topeka, 
June 16; Kansas City, June 17 and 18; Chicago, June 20. 


The First Shall be the Last and the Last First, 


The Mayor and Council of Leavenworth, Kan., having 
complained to the State Railroad Commissioners about 
the train service on the Leavenworth, Topeka & South- 
western branch of the Union Pacific, the Commissioners 
have decided that the one mixed train which runs each 
way daily ought to run from Topeka to Leavenworth in 
the morning and return in the evening, instead of 
running toward Topeka in the morning and toward 
Leavenworth in the evening. The ground taken by the 
Commissioners is that Leavenworth is the natural trad- 
ing point for people living on this line, and that the road 
was built for the purpose of enabling them to conven- 
iently reach that city. 


East-Bound Shipments. 

The shipments of east-bound freight from Chicago by 
all the lines for the week ending Saturday, May 16, 
amounted to 49,611 tons, against 55,508 tons during the 
preceding week, a decrease of 5,897 tons, and against 
62,892 tons during the corresponding week of 1890, a de- 
crease of 13,281 tons. The proportions carried by each 
road were: 














Wk. to May 16. Wk. to May 9. 


| — 





| 








Tons. | P.c. | Tons. | P. 6 

Michigan Central............... 7,92 | 16.0 8419 | 15.1 
* Se EN PI 2,574 | 5.2 | 3,907 |} 7.1 
Lake Shore & Michigan South.| 6,085 12.3 7692 | 13.9 

| Pitts., Ft. Wayne & Chicago...| 6,290 | 12.7 6,121 | 11.0 
| Chicago, St. Louis & Pitts......;| 8,141 16.4 6,552 | 11.8 
| Baltimore & Ohio............... 2,878 5.8 2,978 | 5.4 
| Chicago & Grand Trunk........ 4,267 8.6 5,831 | 10.5 
New York, Chic. & St. Louis...| 6,158 12.4 7,956 14.3 
| Chicago & Atlantic............. 5,280 | 10.6 6,052 | 10.9 
Pcs cs ckekecacassercescande 49,611 | 100.0 | 55,508 | 100.0 


Of the above shipments 1,764 tons were flour, 19,141 
tons grain, 4,219 tons cured meats, 810 tons lard, 7,031 
tons dressed beef, 1,346 tons butter, 1,400 tons hides, 309 
tons wool and 7,698 tons lumber. The three Vanderbilt 
lines together carried 40.7 per cent., while the two 
Pennsylvania lines carried but 29.1 per cent, 
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